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San  Francisco  Traffic  Survey  Committee 
San  Francisco,  Calif. 

Gentlemen: 

We  have  the  honor  to  submit  herewith  a  report 
and  plan  for  a  Major  Street  System  for  the  City  and  County 
of  San  Francisco, 

This  city  has  been  considering  street  problems 
for  many  years .     In  1905  the  well  known  Burhham  plan  was 
published  which,  while  never  fully  accepted,  had  a  signifi- 
cant influence  upon  many  projects  since  completed.  During 
the  past  fifteen  years  many  large  street  opening  and  widen- 
ing projects  have  been  completed  and  in  1927  $9,380,000  in 
bonds  were  approved  for  a  program  of  eight  projects  upon 
which  work  is  now  well  under  way.    All  of  this  has  been 
accomplished  under  the  inspiration  and  able  direction  of 
Mr,  M.  M»  0 'Shaughnessy ,  City  Engineer. 

In  1927,  under  the  direction  of  your  committee, 
a  report  upon  the  street  traffic  control  problem  was  prepared 
by  Dr.  Miller  McClintock,  which  has  since  been  officially 
accepted  and  is  gradually  being  put  into  effect. 

The  present  study,  undertaken  some  nine  months 
ago,  follows  quite  logically  these  other  reports  and  plans. 
They  were  dealing  with  more  or  less  immediate  necessities. 
The  present  plan  deals  with  both  present  and  future  problems. 
It  is  an  attempt  to  encompass  the  whole  problem  of  vehicle 
movement  and  street  space  throughout  the  city  area,  insofar 
as  this  can  be  anticipated  through  study  of  the  various 
factors  that  influence  growth. 

j  San  Francisco,  in  common  with  many  other  large 

American  cities,  through  advancements  in  the  field  of 
municipal  and  city  planning  law,  is  nCw  for  the- first  time 
in  a  position  to  officially  adopt  such  a  plan  as  this  for 
future  guidance  of  it's  civic,  commercial  and  industrial 
interests.     It  is  a  plan  for  gradual  rather  than  immediate 
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fulfilment,    A  study  of  existing  legislation  and  of  new 
legislation  need.ed  to  make  possible  the  most  expeditious  and 
economical  execution  of  this  plan  is  now  being  made  and  will 
be  submitted  at  a  dater  date. 

A  compilation  of  all  street  opening  and  widening 
projects  undertaken  in  San  Francisco  is  also  in  process  of 
completion.     It  will  form  an  interesting  chapter  in  completing 
the  history  of  this  character  of  work  in  San  Francisco. 

We  have  sought  and  received  much  valuable  aid 
and  assistance  from  many  sources,  for  which  grateful  acknowl- 
edgement is  now  made.    Particularly,  would  we  acknowledge  the 
invaluable  assistance  of  Mr.  M.  M.  0 'Shaughnessy,  City 
Engineer,  and  Mr.  Clyde  Healy,  Assistant  City  Engineer  in 
furnishing  basic  data,  plans  for  proposed  new  projects  that 
have  received  study,  as  well  as  helpful  suggestions  in  prepara- 
tion of  this  plan. 

Respectfully  submitted, 

HARLAIID  BARTHOLOMEW  &  ASSOCIATES 
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SUMIARY  OP  RE  GOMEiTDAT  I  OTIS 

A  concise  statement  of 
the  conclusions  and  findings 
of  this  report. 
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SUMMARY  OF  R  ECO  IB  DAT  IONS 


The  following  recommencEat  ions  should 
"be  followed  in  order  to  give  full,  immed- 
iate effect  to  the  major  street  plan. 


group  I.  The  following  projects  are  susceptible  of  early 
accomplishment.  They  will  b  e  tft  e  means  of  creaTirg" 
traffic  routes  without   any  talcing  of  private  property. 

A.     Certain  existing  streets  used  as  part  of  major 

routes  should  be  repaved.     The  following   streets  are 

typical  of  those  needing  new  pavements; 

1.     Streets  south  of  Market. 

2i     Mission  Street  for  almost  its  entire  length. 


B.     Curbs  should  be  set  back  on  the  following  streets: 

1.  Van  Ness  Avenue  from  Mission  to  Broadway. 
Roadway  should  be   increased  to  90  feet."  it 
is  now  81  feet. 

2.  Bush  Street  from  Ze amy  Street  to  van  Ness. 
Roadway  should  be  increased  to  54  feet.  It 
is  now     38.7  5  feet. 

3.  Kearny  Street  from  Market  to  Columbus  Avenue. 
Roadway  should  be  increased  to    54  feet.  it 
is  now  47  feet. 

4.  Columbus  Avenue  for  its  whole  length.  Road- 
way should  be  increased  to   54  feet.     it  is 
now  50  feet. 


C.  Stroet  cars  should  be  rerouted  so  as  to  be  removed 
from  the   following  streets: 

1.    Foward  Street  from  ^mbarcadero  to  26th. 

£«     Oak  street  from  Fillmore  to  Stanyan 

3.    Business  district  streets  both  north  and 
south  of  Market.     Further  study  to  rovoal 
the  exact  streets. 
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D.    Resubdivision  of  portions  of  the  following  districts 
should  "be  undertaken    so  as  to  provide  traffic  routes  of 
the  correct  alignment. 

1.     Sunset  District. 

Zi    Hunters  point  District. 


B.     Traffic  control  recommendations  of  the  Traffic  Law 
Enforcement  Board  and  the  San  Francisco  Traffic  Survey 
Committee  should  he  adopted.     Studies  of  certain  import- 
ant revisions  in  the  control  system  are  heing  made  by 
these  bodies  jointly. 


group  II.     Street  openings  and  widenings  of  primary  impcrtan  j 

The  following  projects  should  be  undertaken   at  once  as 
the  first  unit  of  the  major  street  plan. 

1.  Route  4  from  Larkin  to  Mason,   necessitating  tunnel- 
ling under  "Broadway. 

2.  Route  6  from  presidio  to  Larkin,  necessitating  widen- 
ing of  Geary,  connection  to  post  and  widening  of  post. 

3.  Route  10  from  Fell  and  Oak  to  Bryant,  necessitating 
opening  diagonal  from  Fell  and  Oak  to  Duboco,  widen- 
ing Duboce,  and  extending    it  to   15th  and  widening 
15th. 

4.  Route  12  from  20th  Avenue  to  16t|i  Street,  necessit- 
ating widening  Judah  and  Parnassus  extending  Parnassus 
through  a  tunnel  to  Beaver  Stroqt,  widening  Boavor  and 
extending   it  across  Market  to  lflth  Street. 

5.  Route  43  from  27th  and  Dolores  \o  Eleven  1h  &  Folsom, 
necessitating  opening  diagonal  from  Dolores  to  Folsom 
and  widening  Folsom. 

6.  Route  48  -  50  from  the  Bayshore  Higiway   to  Van  Noss, 
necessitating  tunnelling  fromtfte  Bayshore  to  Bryant, 
widening  Bryant  and  carrying  it  over  Division  into 
11th  and  Harrison,  widening  lltli  and  extending  it  to 
Lafayette,  widening  Lafayette  aid  extending  it  to 
Tan  Noss. 
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7.  Route  49  from  Market  to  Broadway  necessitating  widen- 
ing Larkin  street. 

8.  Route  52  from  Emb arc adero  to  polsom,  necessitating 
widening  Harrison  and  extending    it  to  Folsom. 

9.  Route  58  from  Columbus  to  Front,   necessitating  extend- 
ing Columbus  to  Front. 


Group  in.     Correlated  planning  studies 

Several  studios  of  city  planning  nature  bear  a  definite 
relationship  to  the  major  street  plan  and  should  to  undortak 
in  the  near  future. 

1.  Transit  study,  as  a  basis  for  separation  of  major 
street  traffic  flow  from  street  car  movement. 

2.  Rezoning 

3.  plan  of  the  peninsula  for  the  purpose  of  assuring 
avoidance  of  th  e  mistakes  made  in  San  Francisco 
and  to  correlat'a  the  plan  wi  ft  the  major  street 
plan  of  san  Francisco.     The  peninsula  planning 
should  include  subdivision  control. 


Group  IV,     Legislative  and  financial  c  orisi d era t  ions . 

Studies  should  be  begun  immedia tely  f  or  the  purpose  of 
determining  ways  and  means  to  carry  out '  th  g  provisions  of  th  3 
major  street  plan.     Concentrated,  well  directed  effort  is 
necessary  to  determine  the  ability  of  the  city  to  absorb  the 
cost  of  the  integral  parts  of  the  plan,  and  to  secure  legis- 
lative authority  to  execute  the  same   in  t  ho  best  and  most 
expeditious  manner. 
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INTRODUCTION 

A  preliminary  note  on  the 
general  problems  and  the  pur- 
pose of  the  report. 
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n^RO^OTION 

Major  streets  are  highways  largely  used 
for  through  movement.    They  carry  a  heavy 
volume  of  traffic  of  all  kinds.  They 
serve  the  city  at  large  and  have  an  impor- 
tance extending  far  beyond  the  neighborhoods 
through  which  they  pass. 

In  San  Francisco  there  has  been  no  differentiation  of 
streets  in  accordance  with  modern  transportation  require- 
ments.   Those  arteries  that  have  major  importance  in  the 
daily  movement  of  traffic  are  not  coordinated  in  a  system. 
There  has  never  been  an  official  major  street  plan. 

There  is  great  need  of  classifying  the  streets  of  the 
city  and  laying  out  a  well-balanced  plan  of  primary  traffic 
routes.    This  is  merely  a  recognition  of  the  changes  that 
have  taken  place  in  modes  of  transportation  since  the  early 
days  of  the  city.    When  people  went  from  place  to  place 
afoot  or  on  horseback,  when  norses  and  carriages  were  used 
and  movement  was  leisurely,  it  did  not  greatly  matter  if 
one  street  was  like  another.    Excessive  grades,  narrow 
widths,  jogs  and  dead  ends  and  similc.r  highway  conditions 
did  not  seriously  affect  the  ordinary  life  of  the  community. 
But  today  the  complex  activity  and  rapidity  of  movement 
that  takes  place  upon  the  streets  is  of  such  vital  import* 
ance  that  street  planning  and  improvement  is  one  of  the 
paramount  interests  of  the  municipality.     It  is  now  known 
to  economists  and  engineers  concerned  with  the  scientific 
aspects  of  urban  growth  that  control  of  business  and  industrial 
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aetivities  and  of  general  living  conditions  in  the  city  is 
largely  a  matter  of  systematic  development  of  major  streets. 
Preparation  of  a  thoroughfare  plan  and  consistent  adherence 
to  it  is  a  significant  step  in  the  wise  guidance  of  city 
growth,  substituting  order  for  disorder,  and  certainty  for 
undertainty . 

The  economic  losses  traceable  to  disorder  and  uncer- 
tainty reach  enormous  figures.    The  totals  are  beyond  com- 
putation but  it  is  common  knowledge  that  great  cumulative 
sums  are  wasted  in  the  modern  city  because  of  the  defective 
arrangement  and  inadequacy  of  the  circulation  system. 
Great  economic  wastes  occur  in  the  time  lost  and  materials 
used  in  round-about  travel  necessitated  by  gaps  in  the 
street  system,  excessive  grades,  dead  ends  and  bottle  necks 
in  main  thoroughfares.    There  is  a  waste  in  pavements  des- 
troyed by  traffic  that  belongs  on  maacr  streets:  Property 
values  predicated  upon  the  use  of  a  certain  street  for 
through  movement  or  upon  the  absence  of  through  traffic 
may  be  undermined  by  a  shift  of  the  traffic  stream.  The 
fact  that  congestion  is  an  indirect  tax  upon  everyone  in 
the  city  is  today  understood  by  every  intelligent  person. 
The  least  the  community  can  do  to  check  the  economic  and 
social  wastage  traceable  to  inadequate  provisions  for  cir- 
culation is  to  designate  the  major  thoroughfares  and  adopt 
a  plan  indicating  the  proper  method  of  bringing  them  into 


service  in  a  coordinated  system. 

The  types  of  streets  in  which  the  city  as  a  whole  is 
principally  interested  arc  the  dominant  through  routes  or 
major  arteries.    These,   in  the  form  of  radial  lines,  should 
lead  to  the  important  centers,  or  as  cross  town  linos  should 
provide  for  inter district  movement.    Ey  pass  routes  and 
interchange  streets  also  appear  in  a  properly  planned  system, 
the  former  to  give  traffic  a  means  of  avoiding  centers  of 
concentration  and  the  latter  to  allow  vehicles  to  switch 
from  one  route  to  another  without  abrupt  change  of  cirection. 
All  these  types  will  be  pointed  out  in  later  studies.  It 
is  sufficient  here  merely  to  mention  the  general  service 
which  each  type  renders  and  to  indicate  that  the  value  of 
each  depends  to  a  considerable  degree  upon  its  place  in  the 
plan  of  major  routes.      The  traffic  flow  which  moves  upon 
the  streets  and  bears  so  directly  upon  the  city's  economic 
and  social  well-being  is  adversely  affected  by  lack  of  a 
coordinated  system  of  through  routes.    The  major  street 
plan  is  designed  to  weave  certain  fragmentary  street  units 
into  a  net-work  of  thoroughfares. 

The  preparation  of  a  sound  and  practicable  thorough- 
fare plan  requires  the  use  of  scientific  methods.  The 
ma^or  street  system  to  be  of  real  value  must  satisfy  as 
far  as  possible  all  the  fundamental  circulation  require- 
ments.   Population  changes ,  trends  of  residential  and  in- 
dustrial development,  shifts  of  property  values,  dominant 
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lines  of  traffic  movement  and  many  other  baxic  factors  must 
be  taken  into  account.    All  essential  data  relative  to  the 
origin  and  destination  of  present  and  future  traffic  must 
"be  studied.    Forecasts  and  predictions  are  required  and  in 
these  experience  in  dealing  with  similar  problems  elsewhere 
is  of  great  value. 

The  great  value  of  a  major  street  plan  is  in  its 
application  to  daily  problems  of  city  growth  and  develop- 
ment.   The  plan  when  applied  will  "bring  about  a  general 
betterment  of  traffic  conditions  in  all  parts  of  the  city. 
It  should  be  used,  in,  coordinating  street^  improvements ,  so 
that  the  effects  of  investments  in  paving,  widening,  and 
opening  streets  will  not  be  lost  or  lessened  by  piece-meal 
planning.    Bridges,  tunnels,  grade- cros s ing  separations 
become  more  useful  to  the  public  if  their  locations  are 
checked  against  the  basic  frame-work  of  major  streets. 
The  plan  will  always  tend  to  promote  more  organic  develop- 
ment of  the  city  by  shov/ing  where  improvements  can  be  made 
that  will  really  count.    The  determination  of  paving  types, 
lighting  plans,  car  and  bus  routes,  and  traffic  control 
measures  can  be  based  upon  the  major  street  plan.  Public 
buildings  and  grounds,  such  as  school,  fire  and  police 
stations,  libraries,  parks  and  playgrounds,  can  be  placed 
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with  reference  to  the  plan  and  will  be  better  located  for 
service  because  of  this  relationship  to  main  traffic  routes. 
Quasi-public  institutions  such  as  churches,  association 
headquarters  buildings,  charitable  institutions,  and  clubs, 
can  also  be  advantageously  located  with  reference  to  the 
main  traffic  streams.    Private  enterprises  will  find  the 
plan  equally  valuable.    Milk  distributors,  laundries,  retail 
stores,  public  utilities  and  other  business  houses  can 
greatly  facilitate  their  deliveries  and  services  by  routing 
according  to  the  major  street  plan.  Business  locations  can 
be  fixed  with  reference  to  the  crossing  or  concentration  of 
traffic  movements  as  indicated  by  the  plan.  Residential 
sites  can  be  selected  for  the  purpose  of  avoiding  traffic 
streams.    Street  safety  will  be  promoted  through  the  marking 
of  permanent  channels,  the  improved  arrangement  of  inter- 
sections, safety  islands,  segregation  of  vehicles  of  differ- 
ent speeds  and  other  measures  which  logically  follow  the 
designation  of  major  streets.    The  plan  is  invaluable  as  a 
means  of  preventing  mistakes  in  new  subdivisions,  securing 
the  dedication  of  adequate  rights  of  way  and  coordination 
of  street  improvements  in  the  initial  development  of  pro- 
perty. 

It  is  because  of  these  manifold  uses  of  a  major  street 
plan  and  the  great  benefits  that  come  to  the  community 
after  its  adoption  that  the  duty  of  supporting  it  falls  upon 
every  citizen.    The  economies  of  coordinated  improvements 
undoubtedly  lessen  the  cost  of  living  and  of  doing  business 
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in  the  city.    The  major  street  plan  promotes  coordination, 
focuses  attention  upon  city-wide  circulation  problems  and 
touches  in  some  degree  the  interests  of  every  citizen. 
When  this  significance  of  the  plan  is  understood,  any 
attempts  to  ignore  it  or  to  discard  it  will  not  "be  lightly 
considered  or  hastily  done. 


Part  one 


HISTORICAL  BACKGROUND 

San  Francisco  has  had  a  colorful 
history.     Its  present  street  system 
reflects  in  many  ways  this  romantic 
past  but  is  not  always  equal,  however 
to  the  pressure  of  modern  motor  cars. 
An  understanding  of  the  uresent  pro- 
blem of  circulation  will"  undoubtedly 
be  aided  by  a  brief  glance  backward". 
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plate  One 

SAW  FRANCISCO  IN  1853 

When  Richard  Henry  Dana  visited  San  Francisco  in  1836, 
a  few  miserable  huts  stoed  near  the  cove  whioh  later  "became 
the  water  front  of  the  city.     This  was  the  embryonic 
Yankee  to  Tim,  the  nucleus  of  the  present  metropolis.  The 
principal  activities  of  the  community,  however,  were 
centered  around  the  presidio  and  Mission  which  v/ere  of 
Spanish  origin.     In  "Two  Years  Before  the  Mast"  there  is 
reference  to  the  fact  that  horses  were  humerous  in  Monterey 
and  other  Spanish  settlements  and  no  one  walked  even  for  a 
short  distance.     "The:?  can  hardly  go  from  one  house  to 
another  without  getting  on  a  horse,  there  being  several 
tied  to  the  door-posts  of  the  little  cottages."     The  same 
com-olaint  is  often  made  today  "because  of  the  prevalence  and 
ease  of  using  motor  cars. 

in  1853,  four  years  after  the  famous  Marshall  discov- 
ery, San  Francisco  had  lost  much   of   its  early  Spanish 
atmosphere.     It  has  moved  to   a  new  location,  had  a  golden 
outlook  eastward  and  was  preparing  to  grow  upon  straight 
town  lines.     All  activity  was  around  the  small  harbor,  which 
had  already  begun  to  fill  up.     The  population  was  perhaps 
35,000. 

In  this  day  there  v:as  little  vehicular  travel  upon  the 
stroets.     M«n  walked  or  road  horseback.     All  parts  of  town 
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were  easily  reached  afoot.    Only  the  Mission  and  the  pres- 
idio were  out  in  the  country.     The  map  shows  the  roads 
leading  to  them,  following  lines  of  easy  gradient.  They 
were  common  sense,  natural  routes,   unaffected  "by  the 
formalism  of  the  surveyor. 

The  streets  south  of  Market  Street  were  just  "begin- 
ning to  emerge.  Blocks  of  large  dimensions  had  "been  laid 
out  in  this  section  a  year  or  two  before  because  there  was 
no  demand  for  small  parcels  so  far  from  the  center  of  act- 
ivity. But  this  assumption  was  already  being  shown  unwise 
for  narrow  secondary  streets  had  been  introduced  into  soma 
of  these  large  blocks  in  order  to  open  up  smaller  tracts. 

Hero  is  early  evidence  of  the  operation  of  short- 
sightedness in  the  development  of  the  city,   a  handicap 
that  gan  Francisco  has  struggled  against  ever  since.  The 
district  s'outh  of  Market  street  would  today  be  the  heart 
of  the  city,  having  perhaps  the  highest  property  values 
and  the  most  intensive  use,   if  owners   of  those  large  un- 
wieldy blocks  had  resolved  in  185.3  or  thereabouts  to  split 
them  in  each  direction  with  full  width  streets. 

The  stage  of  development  show   in  tho  map  opposite 
was  opportune  for  the  sort  of  town  planning  that  would 
have  made  San  Francisco  oven  greater  than   it   is  today.  Th 
hills  were  then  still  a  barrier  to  growth,  as  may  bo  soon. 
Some  houses  had  dared  to  creep  up  the  sides  of  Telojraph 
Hill  on  the  steep  roads  laid  out  by  Vioget  and  c^Farrell 
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but  Russian  Hill  was  bare. 

As  long  as  the  town  was  growing  on  gentle  slopes,  the 
extension  of  the  original  "block  plan  brought  no  trouble. 
The  few  absurdities  resulting  from  the  projection  of 
straight  streets  up  Telegraph  Hill  could  have  been  absorbed 
in  the  pattern  of  the  city  and  forgotten  if  only  the  rest  of 
the  hills  could  have  been  spared.     The  Spanish  caballeros  on 
their  useful  ponies  had  shown  the  way  to  negotiate  steep 
slopes  but  these  ideas  wore  too  primitive  an  d  r  eminiscc-n  t 
of  Boston  cowpaths  to  the  newly-arrived  Yankees.     So  the 
straight  ways  prevailed  and  the  long  unsuccessful  battle 
of  San  Francisco  to  conquer  and  subdue  its  beautiful  hills 
began . 

Fragmentary  beauty  spots  still  remain,  on  the  summits 
but  there  is  ample  evidence  in  the  long  list  of  impassable 
streets,   the  disheartening  grades,   the  acres  of  inaccess- 
ible property,  the  lost  opportunities  for  creating  magni- 
ficent scenic  drives  and  hill  top  parks,  impressive  monu- 
ments and  building  sites  and  other  civic  features  taking 
full  advantages  of  elevations  that  the  genius  of  man  has 
been  insufficient  in  this  battle.     Efforts  to  reclaim  soma 
of  These  opportunities  have  been  made  from  time  to  time, 
but  inertia  was  caused  by  things  already  done.     NOW  another 
move  is  made  to  do  what  might  easily  have  been  done  many 
year  ago.     This  effort,  however,  has  a  much  more  utilitarian 
objective,  being  merely  to  create  a  system  of  wide,  direct 
arteries  for  the  conduct  of  through  traffic  throughout  the 
vast  territory  of  the  present  city. 
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Plate  Two 

SM  FRANCISCO  PEITOISULA  IN  1867 


This  map  is  introduced  for  the  purpose  of  showing 
(1)  the  extent  of  the  city  fourteen  years  after  the  stage 
of  development  indicated  in  Plate  One  and  (2)  the  general 
nature  of  the  topography  of  the  peninsula. 

It  v/ ill  "be  noted  that  the  center  of  the  community  has 
shifted  southward.    Market  Street  has  "begun  to  assume  an 
importance  which  it  did  not  have  in  1853,  and  the  district 
south  of  it  is  now  in  general  use.     There  is  a  larger 
settlement  around  the  Mission  and  evidences  of  growth  in 
the  vicinity  of  the  Presidio,  "but  the  population,  probably 
r  135,000,  is  still  chiefly  concentrated  near  the  waterfront. 

■This  map  shows  plainly  the  early  origin  of  the  tightness 
of  building  development  which  still  characterizes  San  Fran- 
cisco and  makes  corrective  street  improvements  difficult 
and  costly. 

Of  considerable  interest  also  is  the  evidence  of 
increased  travel  down  the  peninsula  and  toward  the  beech. 
The  Bay  Shore  Highway  appears  at  the  base  of  San  Bruno 
Mountain,  supplementing  the  old  Mission  Road.    A  new  rail- 
road has  come  into  the  city  over  long  sweeping  curves. 
Geary  Street  was  extended  to  the  beach  as  a  wide  straight 
avenue . 

It  was  at  the  point  of  city  development  shown  on  this 


map  that  steps  were  first  taken  to  extend  the  street  system 
"by  ordinance  over  many  hundreds  of  acres  of  old  Pue"blo  lands  . 
The  city  of  San  Francisco  and  property  owners  from  the 
earliest  days  were  in  trouble  over  land  titles,   due  to  the 
uncertain  status  of  Spanish  grants.     To  clear  matters  up 
the  city  claimed  ownership  of  the  pue"blo  lands,  carried  this 
claim  successfully  through  state  and  federal  courts  and  then 
ordered  a  comprehensive  map  made  of  these  lands  with  all 
the  streets,  sites  for  fire  stations,  cemeteries,  libraries, 
schools,  parks  and  other  public  reservations  designated  on 
it.    Adjustments  were  made  with  those  who  claimed  private 
ownership  of  the  land  and  the  map  was  accepted  in  1867. 
The  Legislature  affirmed  the  action  of  the  city  in  adopting  . 
this  map  and  it  became  the  official  T'city  plan"  governing 
approximately  three-fourths  of  the  area  of  the  present  city. 
Thus  sixty  years  ago  a  plan  of  streets  for  the  Richmond, 
Sunset  and  other  outlying  districts,  shown  as  unsettled 
area  on  the  map  opposite,  was  laid  out  and  those  street 
line'7!  impressed  upon  the  land. 

It  is  significant  to  note  that  the  preparation  of  this 
map  was  completed  a  few  months  after  the  work  was  ordered 
and  cost  $18, 000 o     It  is  now  realized  that  this  was  a  tre- 
mendous sum  for  the  city  to  pay  for  the  questionable  advan- 
tage of  being  required  to  exist  in  such  a  straight  .jacket. 
It  could  easily  be  demonstrated  that  San  Franci3co  property 
owners  and  citizens  would  today  be  richer  by  millions  of 
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dollars  if  a  moderate  sum  had  been  spent  later  for  a  plan 

to  escape  this  inappropriate  pattern  of  streets. 

The  tragic  feature  of  this  episode  in  the  city's  history 

is  that  the  Supervisors  were  warned  "before  the  survey  was 

made  that  the  practice  of  laying  out  gridiron  streets  upon 

such  uneven  land  should  he  abandoned.    Frederick  Law  Olmsted, 

the  designer  of  Central  Park,  New  York,  who  was  called  upon 

to  advise  the  legislative  council  regarding  park  matters  had 

this  to  say  in  1866,   the  year  before  the  great  plan  of 

streets  was  made: 

"At  the  present  time  the  street  plan  of  San  Francisco 
has  been  contrived  with  scarcely  any  effort  to  adapt  it 
to  the  peculiar  topography  of  the  situation.     On  a  level 
plan, like  the  site  of  the  city  of  Philadelphia,  a  series 
of  streets  at  right  angles  to  each  other  is  perfectly 
feasible,  and  the  design  is  as  simple  in  execution  as  it 
appears  on  paper;  but  even  where  the  circumstances  of  site 
are  favorable  for  this  formal  and  repetitive  arrangement, 
it  presents  a  dull  and  inartistic  appearance,  and  in  such 
a  hilly  position  as  that  of  San  Francisco,  it  is  very 
inappropriate.     If  the  present  site,  as  it  was  in  1850, 
had  now  to  be  laid  out  for  a  large  city,  it  would  be 
desirable  to  adopt  a  different  arrangement  in  many  respects. 

"If  hills  of  considerable  elevation  occur  within  the 
boundary  of  a  site  marked  out  for  a  city,  this  salient 
difficulty  should  be  met  at  the  outset,  and  a  series  of 
main  lines  or  roads  should  be  arranged  that  will  ascend 
these  hills  diagonally,  in  such  a  way  as  to  secure  suffic- 
iently easy  grades.    The  skeleton  lines  being  thus  deter- 
mined on,  a  series  of  transverse  and  cutting  streets  should 
next  be  provided  that  will  divide  the  whole  into  sections 
of  moderate  size,  and  each  of  these  intermediate  districts 
should  then  be  planned  separately,  and  with  as  much  regu- 
larity as  the  circumstances  of  the  case  admit. 

"The  city  of  San  Francisco  ia  unquestionably  in  a 
vory  different  degree  of  advancement  from  what  it  was  in 
1350;  but  even  now  it  is  evident  that  by  far  the  larger 
portion  of  the  city  remains  to  be  built  up.  Although, 
"therefore,  very  much  has  been  done  that  it  would  be  li- 
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possible to  think  of  changing,  and  the  interests  involved 
in  the  portions  that  are  not  improved  are,  doubtless,  so 
numerous  as  to  make  a  change  anywhere  difficult  and  trou- 
blesome; still  the  future  advantage  to  the  city  of  judicious 
reconsideration  of  the  whole  subject  at  this  time  can 
hardly  be  overestimated,  especially  with  reference  to  that 
portion  of  the  city  that  remains  entirely  unoccupied  by 
buildings  of  a  permanent  character, 

,7The  first  cost  of  c onstructing  the  streets  upon  such 
a  plan  as  had  been  suggested,  would  probably  be  less  than 
upon  the  present;  and  the  advantage  in  the  saving  of  wear 
and  tear  to  horses  and  vehicles,  to  say  nothing  of  fatigue 
to  persons  on  foot,  would  be  incalculable.11 
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plats  Three 

TH5  BURNHAM  CITY  PLAN 

It  was  nearly  forty  years  after  the  adoption  of  the 
"plan  of  outside  lands",  as  it  was  called,   "before  any  con- 
structive protest  was  made  against  its  absurdities.     In  19C5 
however,   a  group  of  citizens  who  were  conscious  of  the  fail- 
ure of  this  plan  to  fit  the  tarrain  and   its  inability  to  re- 
flect the  greatness  of  the  city,   employed  Daniel  ft.  Burnham, 
an  eminent  architect  of  Chicago,   to  submit  a  new  plan  for 
the  guidance  of  subsequent  growth. 

In  the  year  following  the  presentation  of  the  Burnham 
Plan,  the  great  catastrophe  took  place.     The  city  was  swept 
by  fire  and  many  acres  of  territory   in  which  changes  in  the 
existing  street  plan  were  proposed  were  cleared  of  build- 
ings,    Here  was  a  golden  opportunity  for  the  city,  but  the 
Burnham  plan  was  largely  ignored.     In  the  days  of  recovery 
its  imaginative  appeal  was  lost  in  the  welter  of  demands  for 
immediate  restoration  of  business  and  the  reconstruction  of 
dwell ings . 

It  is  now  quite  without  the  realm  of  possibility  that 
San  ]?rancisco  can  undertake  magnificent  improvements  such 
as  those  proposed  in  the  Burnham  Plan .     Since  the  time  of 
Burnham' s  study,  the  city  planning  movement  has  had  o  now 
orientation.     City  beaut  if  icat  ion  is  not  the  primary  pur- 
pose of  planning  now,  but  rather  is  the  aim  to  givelin  a 
practical  way  a  healthy,  organic  structure  and  a  sound  body. 
Street  planning  is  the  very  foundation  for  the  structure  of 
the  city  1 s  plan. 
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TOPOGRAPHIC  .Z2ATUR3S  0?  Till  SITE 

The  works  of  nature  have  contri- 
buted mightily  to  the  development 
of  San  Francisco.    The  protected 
harbor,  the  gold  in  California 
streams,  the  beautiful  hills,  bhe 
catastrophe  of  1906,  each  has  had 
a  part  in  making  the  modern  city. 
But  some  of  the  most  serious  pres- 
ent-day problems  are  due  to  the 
unwillingness  of  pioneer  street 
planners  to  adjust  the  pattern  of 
the  city  to  natural  slopes. 
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COMMITTEE 
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CITY  PLAN  LANDSCAPE  ENGINEERS 
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piste  Four 
STREET  GRADES 

In  this-  diagram  the  grades  of  San  Francisco  streets  are 
classified  in   four  groups  * 

1.  Frcm  0  to  5  percent,  normal  grades 

2.  From  5  to  10  percent,  negotiable  "by  trucks  and 

requiring  use  of  second 
gear  "by  some  cars. 

3.  From  10  to  18  percent,  negotiable  only  with  con- 

siderable effort. 

4.  Abo  Ye  18  percent,  practically  useless  for  ordinary 

street  purposes. 

Approximately  one-third  of  the  streets   of  the  city  are 
removed  from  service  because  of  excessive  grades.     This  fact 
alone  suggests  the  difficulties  to  ^be  overcome  in  working 
out  a  comprehensive,  well  fabricated  plan   of  major  traffic 
arteries.     The  gaps  and  holes  in  the  street  pattern  due  to 
these  extreme  grades  show  plainly  in  the  diagram.  Each 
area  of  this  sort   is  a  stubborn  barrier  to  the  opening  of 
usable  thro  ugi  streets.     These  conditions  point  to  the  ul- 
timate need  of  more  tunnels  for  vehicular  traffic  and  to  the 
need  of  bridges  and  cuts  to  reduce  grades  on  certain  well 
located  arid  otherwise  useful  streets. 

Consider  Dolores  street,  for  example.     It  is  well  placed 
for  service  in  a  broad  thoroughfare  scheme.     It  is  practic- 
ally an  extension  of  the  Bernal  Cut,  an  d  is  easily  reached 
from  Mission  Street.     It  has  a  width  of  120  foot,  which  is 
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sufficient  to  carry  practially  all  the  traffic  that  could  use 
if  for  many  years.     Bat   grades    of  17,   14,  13  and  12  percent 
occur  on  Dolor  as  and  render  it  unfit  in  its  present  condition 
for  general  through  movement. 

Grades  on  certain  other  well  placed  and  wide  streets  are 
equally  severe. 

California  has  grades  of  18,  16,   12,  10  and  9  percent. 

Broadway  has  grades  of  30,   21,   19,  17,  15  and  10  percent. 

Fulton  has  grades  of  10,  8  and  7  percent. 

Divisadero  has  grades  of  21,  18,  14  and  11  percent. 

Those  faults  of  the  street  system,  which  the  elder 
Olmsted  noted  and  spoke  against,  have  undoubtedly  had  a  pro- 
nounced influence  in  forming  the  character  of  Ban  Fr«ncisco. 
5foe  use  of  private  vehicles  has  not  "been  encouraged  and  a 
heavier  "burden  has  "been  thrown  upon  street  cars,  which  wore 
propelled  up  the  steep  grades  long  beforo  the  day  of  the 
automobile.     Today  automobile  ownership  in  San  Francisco  is 
low  by  comparison  with  other  California  cities  and  the  reason 
is  largely  that  motoring  here,  where  no  well  marked  system  of 
direct  easy  gradient,   interconnected  thoroughfares  exists,  is 
much  less   enjoyable  than  it    is  elsewhere.     Tho  sajae  handicap 
of  heavy  grades  which  keeps  the  potential  pleasure  motorist 
at  home  without  a  car  has  also  a  retarding  affect  upon  the 
daily  flow  of  utilitarian  traffic  upon  which  the  life  of 
tho   city  depends. 
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PLATE  5 


EXCELSIOR  DISTRICT 

SHOWING  THE  EFFECT  OF  HEAVY  GRADES  UPON  PROP- 
ERTY VALUES.  FRONT  FOOT  VALUES  RANGE  FROM 
$60  IN  FAIRLY  LEVEL  SECTIONS  TO  $5  ON  THE  STEEP 
HILLSIDES 


MISSION  DISTRICT 

THIS  SECTION  HAS  A  HIGHER  SCALE  OF  VALUES  THAN 
PANEL  "A"  BUT  SHOWS  A  SIMILAR  EFFECT  OF  GRADES  UP- 
ON VALUES  MAXIMUM  VALUE- $  70.  MINIMUM  VALUE- 
SIO 


SUNNYSIDE  DISTRICT 

DUE  TO  TOPOGRAPHY  HERE  MANGELS  AVENUE  AND  A 
PORTION  OF  JOOST  AVENUE  HAVE  NOT  YET  BEEN  CUT 
THROUGH.  VALUES  ARE  RESULTING LY  LOW.  AFTER  THE 
STREET  WORK  WILL  HAVE  BEEN  DONE  VALUES  WILL  STIU 
BE  LOW  BECAUSE  OF  SEVERE  GRADES 


MONTEREY  HEIGHTS  DISTRICT 

THE  TOPOGRAPHY  HERE  IS  SIMILAR  TO  THAT  OF  EXAMPLES 
7TB"  S'C"  BUT  BY  A  PROPER  ARRANGEMENT  OF  STREETS 
ACCESSIBILITY  HAS  BEEN  MAINTAINED  AND  HILLSIDE- 
SITES  HAVE  RETAINED  THEIR  VALUES.  SUCH  WISE  PLAN- 
NING SHOULD  BECOME  THE  STANDARD  OF  FUTUR.E- 
GROWTH 
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LAND  VALUES 


S  50  &  OVER 
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$55  TO  $45 
PER  FRONT  FOOT 

$20  TO$SO 
PER  FRONT  FOOT 
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Plate  Five 

LAID  VALUES  AND  GRADES 

This  study  is  introduced  primarily  to  show  how 
disregard  of  topography  in  the  planning  of  streets  has 
affected  property  values.    Where  grades  arc  severe,  traffic 
flows  with  great  difficulty  or  not  at  all  and  private  uses 
of  land  in  districts  afflicted  with  such  grades  suffer. 
Land  reached  by  these  streets  loses  a  certain  vitality 
derived  from  circulation  and  is  practically  useless  for 
even  ordinary  residential  use,  regardless  of  proximity  to 
important  business  or  industrial  centers  or  other  property 
of  much  higher  value.    From  an  economic  standpoint  this 
state  of  affairs  is  deplorable,  for  huge  sums  are  spent 
in  futile  efforts  to  make  street  grades  more  end-arable  and 
in  taxes  on  hundreds  of  acres  of  property  condemned  to  lie 
unused  for  generations.    This  is  economic  loss  of  serious 
proportions  in  a  city  built  upon  a  restricted  site. 


PART  THREE 


GROWTH  OF  THE  CITY 

•In  a  study  of  San  Francisco  cir- 
culation problems ;  it  is  essential 
to  know  how  the  city  grows.  Maps 
have  "been  made  showing  the  manner 
in  whicn  the  increases  of  popula- 
tion and  the  expansion  of  industry 
and  "business  are  cared  for.  These 
facts  have  a  bearing  upon  the  vol- 
ume and  direction  of  traffic  flow 
and  upon  the  need  for  a  system  of 
through  traffic  arteries." 
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11a te  Six 

POPULATION  DEISITI3S 

San  Francisco,  because  of  its  hills  and  the  rigid 
pattern  of  streets  laid  over  them,  has  developed  certain 
peculiarities  of  growth.    Population  is  not  spread  evenly- 
over  the  corporate  area  of  the  city.     Concentration  has 
been  encouraged.    The  number  of  persons  counted  in  mile 
circles  drawn  around  Union  Square  will  show  the  compact 
population  conditions  at  the  center.    For  comparison  a 
table  of  these  figures  for  San  Francisco  is  given  with 
similar  ones  for  St.  Louis  and  Cleveland. 


CIRCLE 

POPULATION  WITHIH  CIRCLE 

S.F.(1920) 

St  .Louis * 

Cleveland* 

1  Mile  Radius 

125,475 

54,900 

34,200 

125,084 

177,100 

128,300 

3        "  IT 

128,458 

201,300 

179,500 

4     "  » 

71,367 

190,600 

185,400 

5     ,T  " 

29,611 

98,000 

156,900 

• 

Over  5  Files 

16,825 

237  ,200 

239 , 800 

Total 

496,820 

959,100 

924,100 

Dates  of  population  figures  for  St.  Louis  and 
Cleveland  are  not  available. 


The  tendency  to  cling  to  the  center  has  produced  popu- 
lation densities  that  are  unique  among  Calif ornia ' c itios . 
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A  spreading  city  having  single  family  residential  charac- 
teristics with  population  densities  rarely  exceeding  75  per 
acre  and  averaging  below  40  is  considered  typical  of  the 
state,    in  San  Francisco  densities  above  200  are  found  and 
hundreds  of  blocks  show  an  average  above  100  per  acre.  The 
nigh  density  blocks  are  shorn  on  the  diagram.    The  boundar- 
ies of  several  high  density  districts  -  together  with  the 
densities  are  as  follows: 

Leavenworth,  Jones,  Ellis,  O'Farrell    210 

Leavenworth,  Jones,  3ddy,  Ellis    270 

Filbert,  Valle^o,  Kearny,  Grant    234 

If  the  tendencies  to  concentration  continue,  the 
traffic  demands  upon  existing  streets  will  in  time  exceed 
their  capacity,  for  the  ownership  of  vehicles  is  increasing 
and  the  life  and  activities  of  the  city  are  becoming  more 
and  more  dependent  upon  the-ability  of  these  behicles  to 
move  upon  the  streets.    The  tightness  of  city  growth  in 
the  districts  of  high  population  density  is  already  forcing 
a  development  of  more  remote  areas,  all  of  which  must  be 
reached  by  adequate  major  traffic  routes  and  properly 
connected  by  these  arteries  with  dominant  business  and 
industrial  centers. 
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Plate  Seven 

APARTMENT  CONSTRUCTION  AND  TRENDS 

The  map  opposite  shows  apartment  growth  in  terms  of  fam- 
ily accomodations-.     The  lack  of  population  figures  since  192C 
has  made   it  necessary  to  use  this  method  of  indicating  the 
trend  of  development  in  recent  years.     Here  is  a  cimple  fore- 
cast of  future  traffic  volume  and  a  suggestion  of   its  origin. 

a 

The  Marina  District  is  fast  filling  up  wi  thA  mo  derate  height 
typo  of  apartment  producing  a  population  density  above  100 
persons   per  acre.     Most  of  these  people  require  the  services 
of  vehicles  using  the  streets.     The  numbers  will  increase  in 
future  years  and  traffic  in  most  American  cities  is  known  to 
J£row  four   times  in  volume  when  the  population  doubles.  By 
what  routes  will  the  daily  flow  of  vehicles  to  and  from  a 
single  district  like  the  Marina  be  conducted  to  the  warehouse 
sections  of  the  city,  the  office  buildings,    the  shopping 
center,  the  industries? 

in  a  great,  newly  developing  region  like  the  Richmond 
District,  which   in  the  last  five  years  added  29  percent  to 
the  family  accomodations  provided  in  apartments,   the  oroblem 
of  developing  routes  for  future  traffic  movement  is  not  solved 
by  merely  having  all  streets  alike.     The  primary  arteries  by 
which  all  districts  are  reached  must  be  distinctively  marked 
and  plans  must  be  drawn  to   give  them  the  traffic  capqcLty  which 
the  growth  of  population  warrants.     It  must  be  remembered  that 
mor;t  of  the  streets  that  are  doing  service  today  were  laid  out 


three  generations  ago  whan  there  was  no  such  complexity  i 
the  traffic  stream,  slower  speeds  prevailed  and  c  ity  life 
depended  to  a  notahly  lesser  degree  upon  vehicular  circul 
tion  on  the  streets. 
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Plate  Eight 

AREAS  AVAILABLE  FOR  APARTKENT  DEVELOPMENT 

This  diagram  shows  the  tremendous  area  of  San  Fran- 
cisco set  aside  in  the  present  zoning  ordinance  for  multi- 
family  dwellings  .     If  one  may  assume  that  the  higher  popu- 
lation densities  previously  revealed  in  Plate  Six  are 
eventually  to  he  spread  over  the  territory  shown  on  this  map 
there  are  grounds  for  doubting  the  ability  of  the  present 
street  system  to  meet  the  requirements  of  traffic.    This  is 
especially  true  of  those  remote  apartment  districts,  like 
the  Sunset j  which  is  accessihle  now  only  through  a  narrow 
bottleneck  between  Golden  Gate  Park  and  the  Affiliated 
Colleges . 

The  necessity  for  the  zoning  of  such  large  apartment 
districts  at  a  distance  from  the  centers  of  "business  and 
industrial  life  is  open  to  serious  question,  "but  since  the 
prospect  of  a  large  population  here  ha  a  been  set  up,  the 
design  of  the  major  street  system  must  he  adjusted  to  it. 
The  Sunset  District  at  population  densities  allowed  by 
present  zoning  and  prevalent  in  similar  districts  already 
developed  will  contain  upwards  of  190,000  persons  when 
fully  built  up.    The  present  arrangement  of  streets  in  the 
district  and  leading  to  it  is  poorly  adapted  to  the  traffic 
flow  which  this  population  will  produce.     In  fact  the  pre- 
sent unsatisfactory  means  of  reaching  this  district  is  in 
part  responsible  for  its  slow  development. 
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Plate  Nine 

MOTOR  VEHICLE  GROWTH 

The  curve  of  motor  vehicle  increase  has  a  pertinent 
bearing  upon  street  planning  problems.     The  additional  num- 
bers of  motor  cars  and  trucks  that  come  upon  the  streets  each 
year  as  a  result  of  population  increase  and  the  widening  use 
of  such  vehicles,  must  be  accomodated  largely  upon  streets 
laid  out  many  years  ago.    Garages  and  other  buildings  for  the 
housing  of  motor  cars  have  through  private  means  come  into 
the  city  in  great  numbers  since  the  advent  of  the  automobile, 
but  circulation  channels  such  as  traffic  streets  have  not 
been  sufficiently  provided  by  the  city  to  meet  changed 
traffic  conditions. 

Automobile  usage  has  increased  in  the  past  at  a  rapid 
rate  and  will  increase  in  the  future  in  ratios  proportioned 
to  population  increase  and  per  capita  ownership.    The  daily 
use  of  all  the  additional  vehicles  will  grow  to  a  point 
where  highway  congestion  becomes  a  handicap  to  civic  develop- 
ment.    It  is  the  purpose  of  this  report  to  point  out  the 
routes  needed  for  the  free  circulation  of  traffic  which 
will  be  denser  than  that  of  today. 


PART  FOUR 


PRESENT  STREET  COLTDITIOKS  MD  USE 

The  present  sluggishness  of  cir- 
culation in  certain  parts  of  San 
Francisco  is  due  largely  to  faults 
in  existing  streets.    The  effects 
of  street  grades  and  the  unwise 
adaptation  of  the  street  pattern 
to  topographic  conditions  have  al- 
ready been  noted.    Eere  follows  a 
more  specific  oons idera tion  of 
street  widths,  paving,  street  car 
routing,   complicated  intersections 
and  other  matters  that  contribute 
to  or  cause  congestion. 
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plate  Ten 
STREET  WIDTHS 

Street  widths  in  San  Francisco  "bear  little  realtionship 
to  the  volume  or  type  of  traffic  using  them,     plate  Ten  shows 
graphically  the  distribution  and  arrangement  of  streets  of 
various  widths*     The  lack  of  a  systematic  scheme  of  wide 
traffic  thoroughfares,  reaching  all  parts  of  the  city,  is 
obvious . 

Fortunately,  very  wide  streets  do  exist,  such  as  Market, 
Van  Ness,   Geary  and  the  Emb  ar cadero,  and  they  carry  a  large 
total  volume  of  traffic.     The   excellency  of  Geary  street  as 
a  traffic  route  through  the  Richmond  District  is,  however, 
impared  "by  its  narrow  width  from  the  presidio  to  the  "busi- 
ness district.     Other  streets  of  great  width,   shown  on  the 
map,  are  so  located  as  not  to  invite  more  than  a  small  per- 
centage of  the  vehicles  which   they  could  accomodate.  These 
wide  streets,  however,  can  in  some  instances  he  made  to  serve 
much  more  effectively  in  the  future  as  part  of  a  major  street 
plan. 

Three  wide,  so-called  "boulevards",  are  now  under  construc- 
tion:    the  Bernal  Cut,  Bay  ah  or  a  Highway,  and  Ale  many  Boulevard. 
These  are  not  "boulevards  in  the  true  sense,  "but  should  become 
tremendously  important  traffic  thoroughfares,  relieving  to  a 
marked  degree  the  congestion  which  exists  today  in  the  south  - 
ern  section  of  the  city. 

The  remarkable  characteristic  of  the  street  width  map 
is  not  so  much  the  lack  of  extremoly  wide  streets,  as  it  is 


X 1 


the  presence  of  so  many  streets  which  aire  70  feet  wide  or  more, 

covering  whole  districts.     It  is  apparent  that  all  of  these 
medium  wide  streets  cannot  he  used  to  carry  heavy  traffic. 
Other  districts  suffer  from  a  total  lack  of  wide  traffic 
streets.     The  huge  area  just  west  of  Van  Ness  Avenue  has  no 
street  even  seventy  feet  wide,  with  the  exception  of  Calif- 
ornia and  Broadway.     Wide  east -west  streets  are  badly  needed 
here. 

There  are  many  districts  which  have  a  tremendous  number 
of  wide  streets,  hut  it  mil  he  sufficient  to  cite  the  Sunset 
District  as  a  typical  example.    Here  are  north  and  south 
streets  70  feet  wide  and  east  and  west  streets  80  feet  wide, 
in  this  district  38.6  percent  of  the  total  area  is  devoted  tc 
streets.     The  normal  proportion  of  street  space  in  mcst  Amer- 
ican cities  is  25  percent.     It  would  to  economy  in  such  a 
tract  to  lay  out  certain  wide  traffic  diagonals  leading  from 
north-east  to-  southwest,  and  others  crossing  them,  leaving 
all  other  streets  narrow.     As  this  area  is  still  largely  un- 
populated, it   is  possihle  to  resu^divide  a  small  portion  tc 
ohtain  one  necessary  diagonal,  such  as  is  proposed  later  in 
plate  Twen  t  y  -* two . 
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Plate  Eleven 
TRAFFIC  FLOW 

Topographical  and  other  physical  conditions  of  the  city 
have  had  a  definite  effect  on  circulation.    The  concentra- 
tion of  population  in  the  valleys  and  gentle  slopes;  the 
confinement  of  commercial  development  to  flat  areas;  the 
tendency  of  traffic  to  seek  the  low  levels  and  easy  grades; 
and  the  excessive  street  grades  resulting  from  the  lack  of 
adaption  of  streets  to  topography;  have  a  combined  influence 
on  the  traffic  flow  which  is  clearly  revealed  on  the 
opposite  chart. 

The  following  table  shows  the  volume  of  traffic  at 
the  principal  gateways  to  the  city  for  a  typical  week  day, 


for  7:00  A.M.  to  6:00  P.M. 

GATEWAY  TOTAL  VEHICLES 

1.  Skyline  Boulevard  1,510 

2.  El  Camino  Real  13,272 

3.  Bay  Shore  Highway.  3,520 

4.  Ferry  Building  4,835 

5.  Hyde  Street  Ferry  Slips  1,442 

Total   24,579 


In  the  traffic  flow  diagram  the  total  volumes  of 
traffic  found  on  the  principal  arteries  during  the  period  of 
the  check  is  shown  graphically  by  widths  of  lines.    The  con- 
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centration  of  traffic  on  a  few  favorite  routes  and  the 
failure  of  certain  streets  to  attract  travel  are  clearly 
revealed.     The  inherent  tendency  of  traffic  to  seek  the  easy 
routes  is  illustrated  "by  the  manner  in  which  the  heavy  ra- 
dial flow  on  Geary  Street  is  broken  into  three  main  parts 
at  Presidio  Avenue  as  it  approaches  the  central  district. 
This  breaking  up  of  such  a  large  stream  into  several  routes 
is  typical  of  the  lack  of  through,  direct  streets  for  radial 
flow  - 

Van  less  Avenue  carries  mere  traffic  at  the  point  of 
maximum  flow  (Bush  Street)  than  any  other  street  in  the 
city.     It  is  a  splendid  example  of  the  function  performed 
by  a  combined  b^-pass  and  distributor  street.     Due  to  its 
width  and  easy  grade,  it  meets  the  present  day  demand 
sati  sf actorily o 

Distributor  and  by-pass  streets  should  be  created  on 
all  sides  of  the  central  business  district. 

The  crosstown  flow  found  on  Scott  Street  at  Oak  Street 
is  typical.    It  will  be  noted  that  very  few  cross  town 
routes  of  major  importance  occur.    Because  of  the  lack  of 
continuity  of  routes,  this  cross  town  movement  is  left  to 
find  its  way  as  best  it  can.     In  zig-zag  fashion  it  proceeds 
across  and  along  those  streets  which  largely  because  of  easy 
gradient  function  as  through  routes, 

A  Major  Street  Plan  should  recognize  all  of  the  elemen- 
tal flows  which  go  to  make  up  the  traffic  pattern.  Pro- 
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v is  ions  should  be  made  to  care  for  radial,  cross  town,  and 
by-pass  movements .  A  major  street  system  must  "be  designed 
to  satisfy  the  demands  of  travel  with  respect  to  location, 
volume  and  time.  It  should  seek  to  provide  through,  contin- 
uous routes  of  easy  grades  suited  to  accomodate  the  inter- 
change of  traffic  from  any  part  of  the  city  to  any  other  part. 
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Plate  Twelve 
TRANSIT  FLOW 

The  first  street  railway  in  San  Francisco  was  built 
in  1860  by  the  San  Francisco-  Market  Street  Railroad  Company, 
afterwards  the  Market  Street  Railroad  Company.    This  road 
ran  on  Market  from  California  Street  to  the  Mission  Dolores, 
and  was  first  operated  under  steam  dummy  power  and  later  by 
horses.    Competing  lines  soon  started,  cable  lines  became 
popular  and  profitable,  until  in  1893  seventeen  s  eparatc  and 
distinct  companies  were  operating  street  railways  on  San 
Francisco  streets.    Such  frenzied  activity  produced  dupli- 
cation of  service.     In  spite  of  later  consolidations  this 
fault  has  persisted.     Duplication  is  uneconomical  and 
impedes  the  movement  of  automobile  traffic.     It  is  difficult 
to  understand  how  San  Francisco   can  afford  to  pay  the  price 
of  perpetuating  this  condition. 

Street  car  flow  on  a  usual  week  day  is  shown  by  the 
diagram.    The  width  of  line  on  any  street  represents  the 
total  number  of  cars  using  that  street  between  the  hours  of 
7:00  A.M.  and  7:00  P.M.    Market  Street  is  seen  to  be  the 
focal  point  of  most  of  the  car  flow.    Tributary  linos  food 
into  Market  from  all  directions.    The  daily  number  of  oars 
flowing  between  Sutter  and  the  Ferry  Building  is  6362,  or  an 
average  of  133  cars  per  track  per  hour  in  each  direction. 
During  peak  hours  cars  operate  on  a  headway  of  approximately 
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20  seconds.    Other  radial  streets  carrying  a  large  number  of 
cars  are  Mission,  Geary,  Sutter  and  Haight,  of  which  Mission 
is  the  heaviest.    Headways  are  about  one  minute  during  the 
peak.    Kearny  and  Third  carry  the  heaviest  cross  town  flow  in 
the  "business  district,  while  in  the  outlying  sections  Fill- 
more, Sixteenth  and  Divisidero  are  the  crosstowns  with  the 
heavi  est  loads . 

The  diagram  illustrates  the  duplication  of  street  car 
service.    Every  street  south  of  Market  and  parallel  to  it  as 
far  as  Brarman  is  given  over  to  transit,  although  there  is 
very  little  flow  on  Howard,  Folsom  and  Harrison.    North  of 
Market  are  also  many  adjacent  cast  -  west  streets  each  cf 
which  carries  a  small  flow.    Many  of  these  streets  have  a 
single  track  in  the  middle  of  the  roadway.    The  central  car 
line  confuses  traffic,  ac  it  is  responsible  for  an  uneven 
line  of  vehicles.    There  is  also  danger  attendant  upon  the 
movement  of  a  one-way  car  on  a  street  which  is  carrying 
traffic  in  both  directions. 

Car  line  streets  are  not  efficient  carriers  of  automo- 
bile traffic.    To  move  a  large  number  of  vehicles  great 
widths  are  necessary,  which  often  prove  a  serious  impediment 
to  cross  traffic  flow  and  pedestrian  movement.    Proper  street 
and  transit  d.esign  aims  toward  the  securing  of  traffic  ways 
free  of  street  cars  paralleling  the  car  line  streets.  Before 
it  is  possible  to  obtain  this  desirable  condition  in  San 
Francisco,  there  will  have  to  be  a  consolidation  of  lines  to 
remedy  the  present  duplication.    This  should  be  done  only  as 
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th  e  result  of  a  thorough  transit  study  made  from  the 
standpoint  of  economy  and  city  planning •    Unless  action  cue 
as  this  is  talten,  the  street  plan  should  not  be  expected  to 
operate  at  a  high  point  of  efficiency  for  vehicular  travel. 


PART  FIVE 


A  MAJOR  STREET  PLAIT  FOR  SAI!  FRA1ICISCO 

A  complete  plan  for  the  direction 
oi  city  growth  along  scientific  lines 
would  pay  for  itself  every  year  if 
consistently  followed.    San  Francisco 
has  no  such  plan,  but  in  this  report 
is  presented  a  basic  highway  scheme 
upon  which  such  a  plan  can  be  built. 
In  the  suction  following  there  is 
offered,  a  sound  practicable  oiide  for 
the  development  of  a  system  of  wide, 
direct,   continuous  arteries  providing 
adequate  circulation  in  all  Darts  of 
the  city. 


PLATE  13 


BARRIERS  &  APPROACHES  TO  CENTRAL  BUSINESS  DISTRICT 

SAN       FRANCISCO  CALIFORNIA 

THE  SAN  FRANCISCO  TRAFFIC  SURVEY  COMMITTEE  —  BARTHOLOMEW         ASSOCIATES  —  CONSULTANTS 
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plate  Thirteen 

TRAFFIC  MO««T  DIAGRAM 

The  heavy  concentration  of  to  th  wholesale  and  retail 
"business  in  s  small  area  and  the  massed  population  adjacent, 
join  in  the  creation  of  an  extraordinary  focal  point  for  traffi 
There  are  other  centers  in  the  city  which  are  important  traffic 
objectives,  hut  this  one  is  clearly  dominant. 

Vehicles  in  increasing  numbers  seek  highways  leading  to 
this  central  business  district.     They  come  from  across  the  bay 
by  ferry,   8874  being  a  recent  daily  total,  with  additional  num- 
bers using  the  Dumbarton  Bridge  and  tie  peninsula  highwa-s . 
An  enormous  volume  derived  from  the  western  apartment  distr.ic  t  i 
moves  on  Gear y  and  the  other  parallel  streets,   as  indicated  by 
a  single  heavy  line  on  th<9  diagram.     The  flow  from  down  the 
peninsula  enters  via  Third  Street  or  Mission. 

Nona  of  these  routes,  however,   has  been  developed  for  J 
service  which  highways  so  located  should  render  in  the  conduct 
of  a  heavy  flow  of  modern  high  speed  vehicles.     There  are  fault 
and  deficiencies  in  each,   inherited  in  practically  every  case, 
however,   from  a  generation  which  had  no  way  of  forecasting 
present -day  traffic  requirements.     The  widths  of  linos  on  the 
diagram  indicate  relatively  "the  attractiveness  rf  the  routes. 
The  districts  tapped  by  the  narrew  lines  are  not  well  populated 
and  the  routes  themselves  are  lightly  used  bocauso  of  the  bar- 
riers to  the  free  fl»w  of  traffic. 

One  of  the  first  objectives  of  the  Major  Street  plan  is  to 
open  up  and  clear  all  these  primary  arteries,  to  onlarge  thoir 
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ability  to  carry  increas  ingly  heavier  traffic  loads  into  and 
out  of  the  central  "business  district.     The  valuations  of  prop- 
erty already  established  in  this  district  and  the  "businesses 
"being  conducted  there  now  are  dependent  to  a  greater  degree 
than  many  realize  upon  the  maintenance  of  these  channels.  They 
must  be  kept  in  proper  condition  at  all  times  as  to  width,  con- 
nections, paving,   lighting  and  traffic  regulation,   in  order  ic 
perform  the  important  Service  which  they  are  called  upon  to 
render.     The  major  street  plan  indicates  all  the  streets  which 
require  such  special  attention. 


PLATE  14 
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plate  fourteen 
MAJOR  STREET  PLAN 

The  foregoing  studies,    together  with   other  data  of  a 
similar  nature,  have  been  prepared  as  the  basic  groundwork 
for  the  major  street  plan.     As  far  as  possible,   all  the  fac- 
tors which  have  in  the  past  affected  city  growth  and  traffic 
flow  have  been  studied  and  future  conditions  have  teen  pre- 
dicted in  order  to  determine  Hie  composition  and  scale  of 
the  major  street  plan.     The  plan  is  a  comprehensive  scheme 
of  inter -connected  routes  upon  which   the  main  traffic  streams 
of  the  future  city  will  flow. 

The  scheme  is  composed  almost  wholly  of  existing  streets. 
It  partakes,  consequently,   of  many  of  the  shortcomings  of  the 
present  street  pattern.     The  ruggedness  of  the  sits  makes  the 
selection  of  easy  grade  routes  "between  certain  districts  ex- 
tremely difficult.     m  some  sections  the  present  "block  arrange- 
ment is  opposed  to  the  lines  of  traffic  flow  and  no  street  can 
"be  found  that  is  altogether  satisfactory   as  to  width,  direction 
and  grade  for  inclusion  in  a  system  of  heavy-duty  thoroughfares. 

The  major  street  plan,  therefore,  has  some  gaps  in  it  and 
is  not  to  he  considered  as  a  representation  of  the  sort  of  b 
system  of  arterial  thoroughfares  that  San  Francisco  might  have 
had  if  a  system  of  major  streets  had  he  en  planned  fifty  or 
seventy  years  ago.  The  plan,  however,  dees  make  proposals  for 
putting  many  existing  thoroughfares  to  more  effect ivo  use.  It 
will  "be  of  great  service  in  directing  attention  to  the  nood 


of  coordinative  street  improvemen ts.     Here  the  aim  is  to  suggest 
street  openings,  widenings  and  extensions  which  will  produce 
maximum  returns.     The  major  street  plan   is    to  a  certain  degree 
a  guarantee  that  the  public  will  derive  full  value  from  in- 
vestments in  large-scale  street  improvement  projects. 

There  is  no  intention,  however,  of  throwing  a  heavy  "burden 
of  expense  upon  the  taxpayers.     The  proposals  of  the  major 
street  plan  are  for  consideration  as  need  arises.     It  is  not 
recommended  that  all  the  work  of  creating  these  new  arteries 
he  done  at  once.     The  few  projects  that  seem  to  require  immed- 
iate attention,  "because  of  urgent  present  need  or  possibility 
of  economy  are  considered  separately  in  plate  Seventeen, 

The  plate  opposite  is  designed  to  shew  the  general  composi- 
tion of  the  major   street  system  and  to   indicate  the  nature  of 
the  improvements  needed  to  bring  the  entire  system  into  service. 
The  system  is  made  up  of  throe  types  of  streets. 

1.  Radial  routes,   wide  direct  arteries 
loading  primarily  to  the  business  center 
from  every  quarter  of  the  city  and  from 
the  peninsula. 

2.  Cross -town  routes  affording  traffic  an 
opportunity  to  go  directly,  and  as  near 
as  possible  in  a  straight  line,  from  one 
•oart  of  town  to  another.     In  general  the 
aim  has  "been  to  keep  these  cross-town 
routes  approximately  one -half  mile  apart 
hut  the  grades  and  oxisting  arrangement 
of  streets  has  not  made   it  possible  to 
hold  this  uniform  pattern. 

3.  By-pass  routes  diverting  traffic  from  or 
carrying  it  around  congested  centers  and 
in  some  casos  distributing  it  oqually 
into  the  center. 
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Space  will  not  permit  a  complete  description  of  the  entire 
plan.     Such  a  description  is  found  in  the  Appendix.     Only  a  few 
of  the  principal  features  will  he  noted  here. 
Radial  streets 

Columhus  Avenue  and  the  proposed  hay  "bridge,  located  at 
the  Rincon  Hill  site,  are  the  main  approaches  for  traffic  from 
Marin  County  and  the  East  Bay  respectively.     The  "bay  "bridge 
will  discharge  traffic  into  the  south  side   of  the  "business 
district.     The  special  arrangement  of  streets  to  he  considered 
in  connection  with  the  opening  of  the  bridge  is  discussed  more 
fully  in  plate  Twenty -one. 

Bryant  Street  carries  the  peninsular  traffic  from  the 
Bayshore  Highway  and  the  Ale  many  into  the  south  side  of  the 
business  district.     In  order  to  do  this  Bryant  is  extended 
from  its  southerly  terminus  to   San  Brunc  Avenue  by  a  tunnel, 
potrero,  paralleling  Bryant,    also  will  carry  traffic  from  the 
Bayshore  and  the  Aleraany.     Industrial  traffic  from  the  penin- 
sula can  leave  the  Bayshore  and  proceed  northward  via  Third 
Street,  which  parallels  the  waterfront.     Additional  pan  insular 
traffic  will  enter  the  city  by  the  Ale  many,  San  joco  Avenuo 
and  Mission  Street,     proceeding  toward  town  these  traffic 
streams  will  be  led  by  a  diagonal  from  Dolores  to  Folsom  into 
four  southern  entries  to  the  "business  district  -  namely: 
Valencia,  Mission,  Howard  and  Folsom.     The  main  volume  of 
northbound  travel  on  Mission  and  the  Bornal  Cut  will  be  con- 
centrated on  Dolores  and  thence  into  Folsom  via  tho  diagonal 
street. 
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Skyline  Boulevard  is  connected  to  a  diagonal  street  through 
the  Sunset  district.     This  diagonal  extends  to  judah  at  20th 
Avenue.     Judah  and  Parnassus  are  extended  "by  a  tunnel  into 
16th  Street.     This  gives  traffic  from  the  peninsula  and  the 
Sunset  District  the  choice  of  utilizing  Market  or  proceeding 
on  16th  Street.  Sixteenth  will  distribute  the  vehicles  hound 
for  the  "business  district  into  the  four  southern  ra dials  men- 
tioned above.    Vehicles  having  the  industrial  district  as  their 
destination  can  continue  on  16th  to  the  Erabarcadero  or  to  soire 
industrial  street  en  route. 

The  connection  of  Geary  Street  to  Post  at  Divisadero,  and 
the  widening  of  Post  Street  to  Larkin  will  give  a  wide  radial 
upon  which  the  majority  of  the  traffic  will  flow  from  the 
Richmond  District  to  the  western  distributor  street  of  the 
business  district.     A  diagonal  as  a  radial  for  the  intensive; 
built-up  Marina  District  will  collect  traffic  from  Cervantes 
and  Greenwich  and  load  it  to  V«n  Ness,  Larkin  or  Broadway, 
which  are  business  district  feeder  streets. 
Cross  town  Koutes 

Van  ITess  Avenue  is  a  cro  ssto wn  rout  e.     It  is  connected 
south  of  Market  to  11th  street  and  extended  to  Howard  in  order 
to  function  as  a  by-pass  for  the  business  district.  Traffic 
north-bound  on  Market,   Mission,  Howard,  Folsom  and  Bryant, 
which  is  not  destined  downtown  will  flow  into  vun  N*S8  and 
by-pass  the  central  district. 

Webster  and  Divisadero  are  crosstovwi  routes  connecting 
Duboce  and  13th  Street.     These  are  supplemented  by  other  crasa- 


-48- 

town  lines  at  more  or   less  regular  intervals  farther  west  in 
order  to  facilitate  much  needed  cross  circulation  of  traffic. 
Routes  such  as  these  reduce  the  time   of  delivery  traffic  and 
other  interdistrict  travel.     m  the  southern  part  of  the  city 
are  a  series  of  crosstowns  extending  between  the  bay  on  the 
east  and  western  residential  portions  of  the  city,     ocean  Avanue 
is  connected  westerly  across  tho  Spring  Valley  holding  to  41st 
Avenue.     it  is  connected  easterly  to  Persia  and  Raymond  lead- 
ing to  the  waterfront  which  will  ultimately  bo  developed  on 
the  hay  side  of  the  city. 
By-pass  and  Distributor  Streets 

No  extensive  improvements  are  shown  within  the  business 
district.     it  is  felt  that  traffic  will  be  carried  into  cer- 
tain distributor  streets  from  tho  main  radial s,   and  then  will 
spread  itself  along  these  distributors,    entering  the  business 
district  on  numerous  streets.     Larkin  is  the  distributor  on 
the  west,  relieving  van  Ness  of  that  duty  which  it  Performs 
now.     Harrison  is  the  distributor  on  the  south.     The  street 
plan  has  purposely  been  designed  to  offer  traffic  easy  routes 
from  the  north,  south  and  west  sections  of  tho  city    to  the 
snuuh  side  of  the  business  district.     On  the  north  tho  Yarina 
District  traffic  can  flow  by  Broadway  and  Columbus  into  the 
lower  section  or  south  sid?  of  tho  district.     Broadway  traffic 
•iriginating  west  of  van  Noss  can  utilize  the  same  route.  Fron. 
the  south  all  tho  radials  offer  easy  traffic  communication 
with  the  south-of -Market  section.     The  tunnel  joining  parr asaus 
to  15th  and  the  diagonal  from  the  Panhandle  to  Dutoco  off  or  two 
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routes  to  the  south  side  of  Market  for  travel  originating  in 
the  western  sections  of  the  city. 

The  southerly  extension  of  the  Embarcadero  is  necessary 
for  industrial  expansion.     For  this  extension  Berry,  a  short 
length  of  Third,  Illinois  and  Arthur  Streets  are  used.  The 
improvement  should  "be  similar  to  the  present  Embarcadero,  ex- 
cept that  a  central  curt  should  separate  traffic  streams. 
This  route  will  relieve  Third  Street  of  much  of  the  trucking 
which  it  would  otherwise  carry*     A  new  "bridge  Is  needed  across 
the  channel  on  Third  Street  to   replace  the  existing  structure, 
and  this  should  he  sufficiently  wide  to  prevent  the  creation 
of  a  "bottle-neck  here.    A  "bridge  is  also  needed  across  islais 
Creek  Channel.     #rom  this  point  the  Embarcadero  should  proceed 
in  a  southerly  direction  -  always  contiguous  to  the  waterfront  . 
This  extension  is  not  shown   and  tie  route  cannot  "be  determined 
until  a  comprehensive,  well -studied  plan  for  the  development 
of  Hunters  point  District  has  been  adopted. 

The  plan  recommended  totals  188  miles  of  streets  of  which 
there  are  17  miles  to  "be  widened  and  28  miles  to  he  opened. 
Streets  which   are  sufficiently  wide  total  113  miles.  The 
streets  which  are  shown  to  h  e  of  sufficient  width  ore  ready 
for  use  now  as  traffic  arteries.     Many  of  than  will  need  merely 
repaving  and  a  widening  of  the  roadway.     Streets  designated  for 
widening  can  he  given  increased  traffic  capacity  for  the  time 
"being  by  curb  set-hacks  and  prohibit  ion  of  parking.     A  pre- 
servation of  the  street  frontage  for  future  widening  should 
he  obtained,  however,  by  establishing  building  set-back  lines. 
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All  these  and  other  devices  for  carrying  out  the  plan  will' fee. 
taken  up  fully  in  a  supplementary  study  and  "be  included  in  a 
later  report. 
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Platc  Fifteen 

PRESENT  CAPACITIES  OF  MAJOR  STREETS 

Tne  Major  Street  Plan,  Plate  Fourteen  presents  a  system 
of  interconnected  routes.     Besides  being  continuous  these 
streets  must  have  adequate  capacity  for  carrying  traffic. 

The  present  capacities  of  all  existing  streets  used  to 
form  the  major  street  plan  are  shown  here.     The  capacities 
arc  designated  in  lines  of  vehicles,  it  being  the  assumption 
that  the  modern  highway,  operating  at  full  capacity  will 
accommodate  a  line  of  vehicles  for  every  9  feet  of  its  width. 
A  more  complete  discussion  of  street  and1  roadway  widths  will 
appear  in  Plate  line  teen. 

In  this  plate  the  maximum  capacity  of  the  street  is 
shown  regardless  of  the  capacity  of  the  existing  roadway. 
For  example;  a  street  82.5  feet  wide  is  shown  as  a  5  line 
thoroughfare,  although  the  width  of  the  pavement  at  the  pre- 
sent time  may  a g commodate  only  4  lines.    The  roadway  can  be 
wl&ened  to  6  lines  at  any  time  should  the  volume  of  traffic 
warrant . 

The  lack  of  orderliness  in  street  widths,  as  stated  in 
Plate  Ten,  is  revealed,  more  or  less,  in  the  streets  forming 
the  ma 3 or  thoroughfare  scheme,    A  study  of  this  map  together 
with  the  map  in  Plate  Sixteen  will  give  a  comparison  botwoon 
present  and  proposed  capacities,  end  show  the  gaps  in  the 
exietiLsg  system  ?±  utroctc  which  Qust  s^rv.  as  majrr  artcrius. 


PLATE  16 


C    A    L     I     F    O     R    N    /A^^TgT  Vs_JP^\ 

SAN  FRANCISCO  TRAFFIC  SURVEY  fiV^^'l^^^ 

COMMITTEE  ///    _  J^U&*Z\  AV^^^^^^&^S^g^ft 

BARTHOLOMEW  &- ASSOCIATES  ^/  ■         |;iv    ^         .  SB^^^T^^^^Slii 

CITY  PIAN  W  LANDSCAPE  ENGINEERS/    ©  .    (ef^l  V      A^^r^^ffta&H  ^MV^SqM^S^III 

SAINT    LOUIS  M.SSjOU^   |    ^/^f^^^^\T^^     \       -  «K»S^1IIS 

fc^-iif £  '£~- 


-52- 

Plate  Sixteen. 

PROPOSED  CAPACITIES  OF  MAJOR  STREETS 

A  comparison  of  this  map  with  the  one  immediately 
preceding    will  show  graphically  the  changes  recommended  in 
the  capacities  of  major  streets.    At  the  junctions  of  main 
vehicular  streams,   traffic  cot  tie  neclcs  are  avoided  only  by 
making  capacities  ample. 

The  widest  routes  on  the  plan  are  shown  as  ten  lines , 
although  the  present  Embarcadero  and  a  portion  of  the  Groat 
Highway  have  greater  capacities.     It  is  an  established  fact 
that  the  carrying  ability  of  a  traffic  street  will  increase 
as  its  designated  capacity  increases  up  to  8  lines.  Certain 
special  streets,  such  as  distributors  should  have  additional 
lines  for  turns  and  storage  spaces  at  signal  controlled 
crossings.     The  ten  line  streets  should  be  first  cons  tructed 
for  3  lines  with  wide  walks  -  and  the  extra  width  converted 
into  additional  roadway  space  when  needed. 

ITo  major  street  has  a  designated  capacity  of  loss  than 
4  linos,  and  it  is  advisable  to  prohibit  parking  on  all 
4  line  streets  to  ass'ure  sufficient  capacity  for  moving  line 
of  vehicles.    lo  car  line  street  is  less  than  6  lines  -  and 
this  capacity  is  exceeded  on  all  streets  where  it  is  thought 
street  car  flow  will  ever  be  heavy. 

Plate  Fourteen  reveals  that  60  percent  of  the  major 
street  plan  is  composed  of  existing  streets  which  do  not  nee 
to  be  widened.    That  means  that  60  percent  of  the  designated 
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capa  cities  can  bo  obtained  wi th  no  widening  of  the  streets. 
Setting  "back  curbs  to  increase  the  width  of  roadways  is  the 
means  by  which  the  desired  capacities  arc  obtained. 

It  is  important  here  to  note  briefly  the  manner  in  which 
capacities  of  the  remainder  of  the  existing  streets  used  in 
the  plan  may  be  obtained.    It  should  "be  explained  first  that 
the  number  of  lines  denoting  the  capacity  of  any  street  is 
made  up  of  moving  lines  and  standing  or  parked  lines.  A 
street  car  street  has  its  two  central  lines  devoted  to  street 
cars.     In  advance  of  widening  then,  two  methods  suggest 
themselves  for  increasing  capacity;  namely,  the  abolition  of 
parking  and  the  removal  of  car  lines. 

Should  these  methods  fail  to  give  the  desired  relief 
from  congestion  on  streets  the  roadway  may  next  be  widened 
by  setting  back  curbs.    Finally,  as  a  last    resort  the  street 
must  be  widened,  or  building  set  back  lines  established  to 
preserve  it  for  future  widening. 
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plate  Seventeen 

MAJOR  STREET  DEVELOPMENT  PROGRAM 

A  Major  street  plan  once  adopted  "by  a  city  can  "be  used  as 
a  guide  for  future  growth,  preventing  a  recurrence  of  mistakes 
which  will  later  "be  costly  to  correct.     Functioning  in  this 
capacity  the  value  of  a  plan  to  the  city  is  almcst  immeasurable. 

A  beginning*   however,  should  be  made  hy  San  Francisco  to 
utilize  portions  £:£  the  plan   in  a  corrective  way,  for  although 
the  city  cannot  now  afford  to  tpen  and  widen  all  the  streets 
recommended  on  the  plan,   certain  improvements  are  needed  at 
once.     From  time  to  time  groups   of  street  openings  and  widen- 
in  gs  as  units  must  "be  selected  and  accomplished.     It  is  not 
difficult  to  pick  out  things  which  nned  to  "be  done--but  the 
choice  of  the  component  parts  of  a  unit  should  he  made  with 
a  view  to  answering  certain  questions: 

1.  Do  the  various  parts  of  the  unit  "bear  a 
definite  relationship  to  each  other? 

2.  Do  they  "benefit  generally  all  sections  of  the  city? 

3.  Can  the   community  afford  to   pay  the  cost? 

The  improvements  shown  on  the  map  as  the  first  unit  of  the 
plan  were  selected  for  a  definite  reason;  to  facilitate  radial 
flow  from  all  quarters  of  the  city   to  the  business  district  - 
and  more  particularly  to  the  south  of  Market  district.     An  ex- 
planation of  how  this  will  "be  accomplished  is   as  follows. 
(The  numbers  mentioned  and  shown  on  the  map  c  or  respond  w  it  b  the 
route  numbers  on  the  major  street  plan) 


I! 
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1.  Route  4,   the  Broadway  tunnel  and  Route  58,   the  Columbus 
Avenue  extension  to  Front  Street  will  give  a  contin- 
uous thoroughfare  from  Van  Hess  Avenue  to   the  south 

of  Market  and  to  the  lower  aid  of  the  present  business 
district.     This  route  will  invite  traffic  from  the 
northern  sections' of  the  city. 

2.  Route  6,  Geary-post  Street,  will  provide  a  thorough- 
fare for  radial  flow  from  the  west. 

3.  Route  49,  Lark  in  Street,  will  allow  the  traffic  from 
the  west  to  distribute  itself  an  d  enter  the  "business 
district  on  several  streets. 

4.  Route  10  will  carry  western  traffic  to  the  south  of 
Market  district.      It  will  also   open  up  a  delivery 
route  between  the  north  and  west  districts  and  the 
business  district. 

5.  Route  12  will  provide  a  direct  radial  from  the  Sunset 
District  to  the  business  district.     This  will  also 

be  a  delivery  route. 

6.  Routes  43  and  50  will  bring  the  peninsular  traffic  and 
other  southern  traffic  into  the  south  side  of  the  busi- 
ness district. 

7.  Route  48  will  by-pass  into  Eleventh  street  the  southern 
traffic  not  bound  for  the  business  district. 

8.  Route  52  will  distribute  rout-hern  and  western  traffic 
into  the  south  side  of  the  business  district. 


In  addition  to  these  improvements,  designs  for  preventing 
traffic  confusion  should  be  made  for  the  following  intersec- 
tions : 

1.  ftorth  end  of  Bornal  Cut  at  Mission  and  Dolores 

2.  South  end  of  Bornal  Cut  at  the  junction  of  Snn  Jose 
and  Monterey  Boulevard. 

3.  The  intersection  of  Sloat  Boulevard  and  junipero  Serra. 


A  discussion  of  the  physical  improvements  is  given  in 
plate  fourteen.     Detailed  plans  for  some  of  the  projects  are 
shown  in  plate  Eighteen -A  and  Eighteen-B.     Pirns  for  the  remain- 
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ing  improvements  and  cost  estimates  for  the  whole  must  be 
prepared. 

This  first  unit  should  receive  the  support  of  the  entire 
city,  as  every  district  is  benefitted.     Upon  the  completion  of 
more  detailed  plans,,  they  should  "be  exhibited  and  explained 
before  civic  bodies  .and  imp ro van 31  t  clubs,    in  order  to  defin 
itoly  obtain  the  support  of  these  organizations. 
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Plate  Eighteen -A 

DSTAIIS  OF  PROPOSED  IMPROVEMEN  TS 

CONNECTION  OP  BRYANT  TO  HARRISON  AN D  TO  11th  -  VAN  NESS 

GEARY  -  POST  CONNECTION 

The  major  street  plan  is   a  composite  arrangement  »f  traffic 
routes,  whose  locations  are  often  general.     There  has  "been  no 
attempt  to  fix  hard  and  fast  the  details  of  these  routes,  such 
as  dimensions  of  openings,  descriptions   of  properties  needed  for 
widen ings,  profiles  and  the  like*     The  plan  will  have  to  he 
carried  out  piece  hy  piece,    the  improvements  Doing  programed 
over  a  period   of  years.     Detailed  intersection  plans  for  traf- 
fic control  must  then  fce  prepared  for  any  intricate  traffic 
intersections  vhich  may  "be  created.     Typical  illustrations  of 
detailed  improvement  plans  are  shown  in  this  plate  and  plate 
Eight  oen-B.« 

CONNECTION  OF  BRYANT  TO  HARRISON  aND  TO  11th  -  VAN  NESS 
The  major   street  plan  contemplates  a  tunnel  from  the 
southern  end  of  Bryant  street  to  the  Bays  hare    Highway.  The 
traffic  diverted  hy  this   tunnel  from  the  Bayshore  will  te  dir- 
ected hy  the  improvement  shown  hero,  either   to  Harrison,  tho 
southern  distributor  for  the  "business  district,  to  11th  -  Van 
Ness,  the  western  "by -pass,   or  to  Larkin,  tho  western  distribu- 
tor.    The  van  Ness  hy-pass  route  will  koep   through  traffic  away 
from  the  "business  district*     Tho  distrihutor  streets  will  in- 
ject traffic  into  the  "business  district.     Outgoing  vehtolos 
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will  "bo  collected  by  the  distributors  which  will  in  turn  feed 
tho  Baysh or e -bound  vehicles  into  Bryant  Street. 

Bryant  is  extended  into  Harrison  by  a  viaduct  an  d  an  open- 
ing*    A  leg  of  the  viaduct  co  m  s  into  Eleventh.     The  legs  on 
Eleventh  and  Bryant  are  slotted  to   allow  street  cars  to  go  under 
Eleventh  is  widened  on  the  south  side   to  pplsom,  whence  an  open- 
ing and  widening  of  Lafayette  Street  leads  across  Mission  to 
Tan  Boss  just  north  of  Twelfth.     Traffic  confusion  at  the  inter- 
section of  Eleventh,  Market  and  Van  Ness  is  remedied  by  re- 
routing tho  car  line  on  Eleventh  to  the  new  route  and  by  pre- 
venting left-hand  turns  from  Eleventh  into  Market  and  from 
Van  Noss  into  Market. 

GEARY  -  POST  C0MECTI01J 

Geary  Street  is  125  feet  wide  west  of  presidio  Avenue  and 
only  68.  75  feet  Vv'ide  from  presidio  to  its  easterly  terminus  at 
Market.      The  traffic  flow  diagram  shows  that  this  narrowing 
down  "in  width  results  in  splitting  up  the  east-bound  traffic 
and  forcing  it  to  find  several  routes  into   the  business  district 
The  major  street  plan  provides  for  the  widening  of  Geary  from 
presidio  to  Broderick,  thence  a  connection  to  Post  and  the 
widening  of  post  Street  easterly  to  Lark  in.     Tho  widening  of 
Geary  and  its  connection  to  post  aro  shown  in  detail  here,  poet 
Street  was  chosen  because  it  ha  s  no  car  line,  and  the  connection 
to  Geary  should  have  been  made  near  presidio,  were  not  tho 
topography  prohibitive. 

Geary-Post  will  be  the  main  traffic  route  from  tho  businoss 
district  westward  to  the  Richmond  District  and  the  boach,  serv- 
ing a  -qoduIous  territory  throughout   its  extent. 
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PLATE  18? 
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plate  sighteen-B 

DETAILS   OF  PROPOSED  IMPROVEMENTS 

Plate  Eighteen -A  showed  detailed  plans  for  two  improvement- 
Three  additional  plans  are  shown  here,  two  of  them  being  inter- 
section studies  designed  to  straighten  out  the  traffic  confusio 
at  the  junction  of  main  streams  of  travel. 

EOLSOM  -  DOLORES  DIAGONAL 

Uorth-bound  traffic  via  the  Bernal  Cut  and  via  Mission 
Street  is  offered  an  excellent  route,  Dolores  Street,  leading 
it  to  this  diagonal.     She  main  volume  of  traffic  will  flow  on 
the  diagonal  to  Folsom,  thence  to  the  south  side  of  the  busi- 
ness district.     Folsom  will  he  widened  in  order  to  give  it 
additional  capacity.     The  diagonal,  however,  will  also  distri- 
bute traffic  into  Valencia,  Mission  and  Howard. 

A  roadway  is  shown  on  either  side  of  the  Southern  pacific 
right-of-way.     Although  there  is  but  a  single   track  now,  ample 
width  is  reserved  in  the  center  for  future  double  tracked 
rauid  transit  in  an  open  cut.     Each  of  the  two  roadways  will 
have  a  capacity  of  four   lines  in  one  direction. 

CONNECTION  OP  BURIAL  OUT  WITH  DOLORES  AND  MISSION  STREETS 
Unless  some  such  plan  as  this   is  adopted  for  connections 
between  the  Bornal  Cut  and  Dolores  and  Mission  Streets,  there 
will  be  conflict  between  traffic  streams  flowing  betwoon  the 
various  routes. 
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Brcck  Street  is  used  horo  for  interchange  between  tha 
Bernal  Cut  and  Mission.    Randall  street  is  used  for  interchange 
between  Dolores  and  Mission.     By  a  separation  of  movements  the 
traffic  streams  can  be  r  eadi  ly  controlled  and  confusion  avoi;'_i 

GOLDEN  GATE  CIRCLE 

Tho  present  panhandle  entrance  to  th  3  Park  at  stanyan  is 
conducive  to  traffic  confusion,  as  ihe  space  is  wide,   and  there 
is  no  definition  of  lanes  for  traffic.     The  use  of  Oat  and  Fall 
as  one-way  streets  and  an   increase  of   travel  on  them  Will  add 
to  the  intersection  problem.     A  traffic  circle  can  h  e  construct 
here  without  taking  any  private  property.     This  will  entirely 
eliminate  traffic  confusion. 

A  circle  at  the  entrance  to  the   park,  with  proper  land- 
scape treatment  will  have  an  esthetic  appeal  of  groat  value  to 
the  community. 
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SAN   FRANCISCO  CALIFORNIA 

CROSS  SECTIONS  OF  MAJOR  &  MINOR  STREETS 

SAN  FRANCISCO  TRAFFIC  SURVEY  COMMITTEE 
HARLAN D  BARTHOLOMEW  SwASSOClATES  CONSULTANTS 


MAJOR.  STREETS 


THE  CAPACITIES  OF  TRAFFIC  ARTERIES  SUOULD  BE  MEASURED  IN  LINES  OF  VEHICLES. 
ROADWAY  WIDTHS  (  BETWEEN  CURBS )  ARE  DESIGNED  TO  CARRY  A  DEFINITE  NUMBER 
OF  LINES  OF  VEHICLES.  STREET  WIDTHS  ARE  DESIGNED  TO  ACCOMODATE  PEDESTRIAN 
WAYS  (SIDEWALKS)  IN  ADDITION  TO  ROADWAYS.  THE  FOLLOWING  DESIGNS  FOR  MAJOR 
STREETS  ARE  RECOMMENDED    AS   SUITABLE   FOR  SAN  FRANCISCO. 


FOUR  LINE  TUOROFARE 


SIX  LINE  TUOROFARE 


A  60  FOOT  STREET  WITHOUT  CAR  LINES  IS  THE- 
NAR ROW  E  S  T  MAJOR  STREET  IN  THE  PLAN.  THE 
CAPACITY  IS  4  LINES  OR  ONE  MOVING  LINE 
IN  EACH  DIRECTION. 


INITIAL  DEVELOPMENT  FINAL  DEVELOPMENT 

A  WIDTH  OF  AO  FEET  IS  THE  DESIRABLE  MINIMUM 
FOR  A  6  LINE    MAJOR  STREET   WHETHER  IT  CAR- 
RIES   STREET  CARS  OR  NOT.  THE  ROADWAY  NEED 
NOT  ORIGINALLY  BE   CONSTRUCTED  TO  ITS  ULTIM- 
ATE WIDTH  UNTIL  TRAFFIC  WARRANTS. 


SIX  LINE  THOROFARES 


/ 


■i—  10  - —  n  - 


A  TIGHTLY  DEVELOPED  BUSINESS  DISTRICT  OR  A  RE- 
STRICTED RESIDENCE  DISTRICT  MAY  NECESSITATE  A 
WIDTH  LESS  THAN  &0  FEET  FOR  AG  LINE  MAJOR 
STREET.  EXISTING  ROADWAYS  MAY  SUFFICE  FORATIME 
IN  RESIDENCE  DISTRICTS  FRONT  YARDS  WILL  GIVE  OPEN 
SPACE  TO  COUNTERACT  THE  MARROW  STREET  WIDTH. 


STEEP  HILLSIDES  MAY  SUGGEST  TWO-LEVEL  ROADWAYS 
FOR  A  SIX  LINE  MAJOR  STREET.  INWHICH  CASE  THE 
WIDTH  MAY  BE  LESS  THAN  60  FEET.  A  STAIRWAY 
FOR  STREET  CAR  PASSENGERS  MAYBE  INCLUDED 
IN  THE  RETAINING  WALL  SECTION. 


EIGHT   LINE  TUOROFARES 


INITIAL  DEVELOPMENT 


FINAL  0E.«LOr'MtNT 
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NITUL  DEVELOPMENT 


FINAL  DEVELOPMENT 


MAIN  ARTERIAL  THOROFARES  WITH  CAR  LINES  SHOULD  HAVE  A  WIDTH  OF  IOO  FEET.  A  STREET  170  FEET  WIDE  Will  ACCOM- 
MODATE DIAGONAL  PARItING   AS  AN   8  LINE    STREET  OR  FORM  A  TEN  LINE    STREET   WITH    PARALLEL  PARKING. 


TEN  LINE  TUOROFARE 


60R  10  LINE  THOROFARES  CAN  BE  CONSTRUCTED  WITH  AMIDDLE  CAR   LINE    STRIP    THIS  Q  I  GHT-OF  -  WAV 
MUST  INCLUDE  LOADING  PLATFORMS  AND  MAY   BE  DESIGNED    FOR    FUTURE  RAPID  TRANSIT  IN  AN  OPEN  CUT 
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RESIDENTIAL  STREETS 


A  DESIRABLE  WIDTH  ON  RESIDENTIAL  STREETS  ISfeO 
FEET  EXTREME  WIDT  l-l  IS  NOT  UECESSAQY  EXCEPT 
FOR  EFFECT.  w 


R  E  S I  DENT  I AL  STREETS  ON  STEEP  HILLSIDES  MAY  HAVE 
TWO-LEVEL  ROADWAYS  WITH  A  NARROW  PARK  STRIP 
IN  BETWEEN. 


Plate  Nineteen 

CROSS  SECTIONS  OF  MAJOR  AND  MIHOR  STREETS 

Major  streets  conforming  to  the  plan  both  as  to 
location  and  traffic  capacity  can  be  largely  acquired  in 
two  ways.     Condemnation  or  negotiation  methods  must  "be 
utilized  in  developed  portions  of  the  city.     In  unsubdivided 
territory,  however,  the  acquisition  can  be  the  result  of 
dedication. 

Major  streets  obtained  by  dedication  should  conform 
to  the  following  table  of  width  standards  which  are  deter- 
mined by  the  designated  traffic  capacity  of  the  streets  in 
lines  of  vehicles. 

CAPACITY*  STREET  WIDTH    ROADWAY  IDTH 

4  lines   (minimum  for  major  street)  SO  So 

6  lines  80  54 

8  lines  100  -  110  72 

10  lines  120  or  over  90 

*To  determine  roadway  v/i&th  an  8  foot 
width  is  used  for  a  parked  line,  of  vehicles  , 
a  S  foot  width  for  a  moving  line  of  vehicles 
and  a  10  foot  width  for  a  line  of  street  cars. 

These  street  widths  give  ample  sidewalk,  space  under  or  dir. 

ary  eireums ta noes  and  should  not  be  exceeded,  -unless  it  is 

desired  to  have  greater  space  for  wr.lks  or  grass  plots  to  be 

laid  out  fur  major  streets  thru  residential  areas.     It  is 

recognize. I  that  the  above  width  standards  may  have  bo  be 

reduced  for  dedicated  streets  in  very  rugged  territory.  To 
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do  this  without  altering  the  specif ied  roadway  width,  it 
will  be  necessary  to  reduce  the  standard  space  allotted  to 
sidewalks  or  grass  plots.    Provision  should  always  Toe 
made  for  obtaining  the  ultimate  desirable  roadway  widths , 
even  though  existing  traffic  flow  requires  no  such  width. 

Sub dividers  can  usually  save  in  minor  streets  widths 
more  than  the  excess  width  required  for  major  streets. 
As  shown  in  Plate  Ten  widths  of  many  minor  streets  in  San 
Francisco   are  excessive.     Sixty  feet  is   the  ideal  width 
as  it  allows  ample  space  for  grass  plots  between  the  curbs 
and  property  lines.     In  few  cases  should  it  be  necessary 
to  accept  dedicated  streets  of  less  than  fifty  feet  in 
width . 

Major  streets  widened  or  opened  in  developed  territory 
should  also  conform  to  the  widths  given  in  the  table  of 
standards.    However,   there  is  more  likelihood  here  of 
economy  dictating  a  reduction  of  total  street  width.  Many 
existing  roadways  can  be  widened  to  their  designated 
capacities  by  reducing  sidewalks.    This  is  an  excellent 
scheme  providing  the  demands  of  pedestrian  traffic  movement 
are  not  refused  thereby.    Even  though  a  light  pedestrian 
volume  is  experienced,  now,  it  may  be  felt  that  an  ultimately 
large  number  of  people  must  be  provided  for.     It  is  advisable 
then  to  anticipate  the  future  taking  of  property  needed  to 
construct  walks  of  adequate  width,  by  establishing  bull  cling 
set-back  lines. 


PART  SIX 


BUSINESS  DISTRICT  DEVELOPMENT 

In  and  around  tlie  business  district  of 
San  Francisco  are  found  the  most  aggravat- 
ing causes  of  congestion,  grades,  inadequate 
street  widths,   intensive  street  car  opera- 
tion, pedestrian  concentration  and  the  like. 
The  district  has  developed  in  its  present 
form  because  of  some  of  these  conditions 
and  in  spite  of  others.     But  it  is  very  res- 
ponsive to  changes  in  circulation  and  shifts 
of  traffic  movement.     The  preservation  of 
investments  and  values  in  this  district  de- 
pends upon  the  maintenance  of  open  traffic 
channels,  the  development  of  new  approaches 
to  meet  the  increasing  use  of  automobiles 
and  the  development  of  plans  for  more 
efficient  use  of  both  street  space  and  pri- 
vate property. 


PLATE  90 


SAN  FRANCISCO 

CALIFORNIA 

BUSINESS  DISTRICT 
PROPERTY  VALUES 

SAN  FRANCISCO  TRAFFIC  SURVEY  COMMITTEE 

HARLAND  BARTHOLOMEW  V  ASSOCIATES 

CITY  Pll»    i-l»NDSC»PE  ENGINEERS 
SAINT    LOUIS  MISSOURI 
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plct  e  Twenty  *"  .• 

BUSIMSSS  DI S  TR I C  T  PROPTUR  TY  VALUES 

One  of  the  principal  benefits  of  city  planning  is  the  pre- 
servation and  enhancement  of  property  values.     Many  American 
cities  have  experienced  shifts  of  "business  districts,  leaving 
in  their  wake  a  trail  of  blighted  property.     Some  cities  are 
spending  millions  of  dollars   in  an  attempt   t©  bring  new  life 
and  activity  into  these  blighted  areas,     proper  planning  would 
undoubtedly  have  prevented  so  ne   of  these  shifts,  and  delayed 
o  th  or  s  . 

The  history  of  the  San  Francisco  business  district  reveals 
a  steady  advance  toward  the  southwest.     The  first  stores  of  the 
early  city  were  to  be  found  near  the  waterfront  which  rimmed  a 
sheltered  harbor.     Business  activity  was  centered  around  Front 
and  Sacramento  Streets.    Residential  expansion  took  place  to 
the  south  and  west.     Business  expanded  to  the  west  as  far  as 
topography  permitted,   and  to  the  south-west  againn:  the  pull  o 
traffic  b   and  from  the  East  Bay.     The  geographical  center  cf 
the  present  business  district   is  close  to   Third  and  Market,  ov 
a  half  mile  away  from  the  former  center.     This  growth  to  the 
south -west  represents  a  normal  expansion  of  the  business  dis- 
trict but  it  is  beginning  to   take  on  the  proportions  of  a  shif' 
The  site  occupied  by  the  original  stores  has  very  little  value 
now,  and.  certainly  is  not    included  in  the  present  business 
d:..rjtr  ic4  .• 

intensive  land  values  of  two  thousand  dollars  or  moro  per 
front  foot  arc  shown  on  the  map  in  solid  blaok.     ValuaS  from 
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One  thousand  to  two  thousand  dollars  per  foot  aro  shown  fey  hatch- 
ing.    The  pattern  thus  formed  represents  roughly  the  size  and 
shape  of  the  high  class  retail  and  financial  district.  The 
data  was  obtained  from  the  "land  value  maps"  of 
James  G.  Stafford,  published  in  1927.     It  is  probable  that  the 
down  town  values  shown  on  those  maps  represent  ah  out  eighty 
percent  of  actual  market  values  of  real  estate. 

Ynlues  are  shovn  spreading  away  from  the  financial  dis- 
trict.   The  severe  grades  on  California  and  Pine  have  prevented 
the  advance  of  business  to  the  wostward  here,   just  as  grades  on 
the  east -west  streets  of  the  original  district  prohibited  such 
westward  growth.     The  high  values  have  sought  easy  gradients 
and  have  consequently  followed  Sutter,  Post  and  Geary  as  the 
routes  of  least  resistance  in  their  westward  march  toward  higi 

purchasing  power. 

Transit  on  Market  Street  has  exerted  such  a  powerful 
influence  on  the  growth  of  the  central  area  that  values  abovo 
two   thousand  dollars  a  fo*t   exist  on  this    street  as  far  as 
Tan  Ness  Avenue.     Market  Street  enjoys  the  highest  value  of 
land  in  San  Francisco,  the  maximum  being  at  Fifth.     Both  sides 
of  the  street  from  New  Montgomery  to  Seventh  (a  distance  of 
almost  a  mile)  have  unit  foot   values  of   over  five  thousand 
dollars.     in  direct  contrast  with  these  high  values  are  thos  o 
on  the  south  side  of  Market.    While  the  map  shows  black  front- 
ages between  Market  and  Mission  tn  Nov,  Mont^o mr y.  Third, 
FcuTth,  Fifth  and  Sixth,  and  there  is  somo  shadod  area  along 
Mission  Street  between  First  and  Fifth,   there  is  no  front  foot 
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value  higher  than  four  hundred  dollars  on  Howard.     This  is 
indicative  of  the  average  land  value  to  3se  found  between 

poward  &  Mission. 

It  is  apparent  that  there  are  two  questions  which  sooner 

or  later  should  he  answered: 

1.  how  long  can  the  present  values  to  preserved? 

2.  How  can  normal  expansion  he  ossured? 

The  Major  street  plan  proposes  rout  es  to  lead  traffic  into 
the  lower  or  southern  section  of  the  business  district  from 
other  parts  of  town,  as  a  means   of  keeping  business  hero  and 
preserving  values.     Values  in  other  sections  of  the  district 
will  he  maintained  only  so  long  as  traffic  circulation  in  each 
part  is  facilitated.     Arteries  are  also  proposed  which  lead  into 
the  district  south  of  Market  Street  for  the  purpose  of  creat- 
ing room  for  business  expansion  in  this  area.    Re -arrangement 
of  large  blocks   is  suggested  in  Plate  Twenty -two  as  a  means  of 
opening  up  property  on  new  streets  which  will  be  attractive  to 
business  * 

Measures  such  as  these  are  practical  means  of  preserving 
values  in  San  Francisco's  business  district,  and  chocking  the 
present  tendency  of  developing  into  a  shoestring. 


PLATE  91 


STREETS  TO  BE  WIDENED 
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P  la  t  e  T we  lit  y-  o  ne 

STREET  IMPROVEISHTS  AFFECT  III G-  KJ3II73S3  DISTRICT  DEVELOPISNT 

Congestion  in  downtown  Sen  Francisco  as  in  other  large 
cities  is  an  increasing  problem.    Traffic  delays  are  becoming 
more  onerous  tc  the  travelling  public  as  no  certain  headway 
is  made  in  removing  the  causes  of  such  delays. 

A  study  of  the  physical  characteristics  of  the  down- 
town street  system  supplemented  by  Dr.  KcClintoek's  findings 
regarding  traffic  flow  indicate  that  the  causes  of  congestion 
are  the  following: 

1.  Improper  traffic  control. 

2.  Harrow  streets  north  of  liar  he  t  Street. 

3.  Large  pedestrian  volume. 

4.  The  angle  at  which  the  streets  meet 

Market  Street  on  the  north  and  lack 
of  crossings . 

5.  Lack  of  distributor  and  by-pass  streets 

close  to  the  central  area. 

6.  Extensive  use  of  streets  by  street  cars. 

The  McClintock  recoxTunendations  are  being  adopted  by 
the  city  and  put  into  effect.     Results  prove  that  they  have 
greatly  assisted  in  uhe  relief  of  congestion.  Additional 
studies  are  now  being  made  under  the  direction  of  the  traffic 
Law  Enforcement  Board.    This  gives  assurance  that  any  remain- 
ing defect  in  the  system  of  traffic  control  will  be  oo  rrcctot? . 

Street  widths  north  of  Market  are  in  most  oases  68.7.') 
feet,  mth  roadway  widths  varying  from  35  to  44  feet.  Since 
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Biost  streets  have  car  lines  and  parked  vehicles  at  both 
sides,   there  is  not  room  for  one  single  free  moving  line 
of  vehicles.    Pedestrians  are  in  need  of  every  foot  of 
sidewalk  space  on  these  streets  -  so  it  is  not  often  possi- 
ble to  increase  roadways  by  setting  hack  the  curbs. 

The  great  number  of  pedestrians  in  the  downtown  section, 
particularly  on  Market  Street,  add  greatly  to  traffic  delays. 
Many  corners  must  be  controlled  by  traffic  signals  to  safe- 
guard pedestrian  movements.    This  is  a  cause  of  congestion 
for  which  there  is  no  apparent  complete  remedy. 

The  street  pattern  north  of  Market  Street  has  little 
relation  to  that  on  the  south.     Both  patterns  are  rectangular, 
but  the  blocks  in  the  southern  part  are  about  four  tines  the 
size  of  those  on  the  north  of  Market.     The  northern  street 
pattern,  moreover,  does  not  run  parallel  to  Market.     On  the 
other  hand,  it  is  so  arranged  that  every  east-west  street 
meets  Market  at  its  intersection  with  a  north-south  street. 
The  control  of  pedestrians,  vehicles  and  street  cars  is 
extremely  complicated  at  such  in torsec tions ,  and  particularly 
at  those  corners  which  arc  so  located  as  to  meet  streets  on 
the  south  side  of  Market.     On  the  other  hand,  there  is  little 
traffic  on  northern  streets  which  do  not  cross  to  the  south. 
This  uneven  flow  is  seen  on  the  traffic  flow  diagram,  Plate 
Eleven.     Certain  streets,  therefore,  are  not  func t ioniic  in 
their  utmost  capacity  as  vehicle  carriers. 

Lack  of  the  business  district  on  the  north  are  3tccp 
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hills  which,  have  prevented  the  construction  of  any  traffic 
street  parallel  to  Market  to  act  as  a  "by- pass  route  or  to 
distribute  the  business  district  traffic  going  and  coming. 
Much  delivery  traffic  and  other  crosstown  traffic  is  forced 
to  proceed  through  the  congested  area  to  travel  from  origin 
to  destination*    Traffic  through  the  Stockton  Street  tunnel 
must  cross  the  area  of  greatest  congestion.    Vehicles  bound 
crosstovai  should  be  routed  around  the  district  and  not 
allowed  to  add  to  the  congestion  in  the  center.    Van  Jffess 
Avenue  is  a  splendid  example  of  a  by-pass  street.     It  also 
acts  as  a  distributor  -  but  is  too  far  removed  from  the  con- 
gested business  area  to  perform  an  effective  distributing- 
fun  ct  ion. 

Market  Street  should  be  a  splendid  central  vehicular 
traffic  street.     The  vehicular  capacity  of  this  street, 
however,  ?aas  been  so  limited  by  street  car  operation  as  to 
be  of  libtle  value  in  the  circulation  scheme.     The  four 
tracks  in  the  center  of  the  roadway  leave  room  for  only  one 
moving  line  of  vehicles  in  each  direction.    Both  north  and 
south  of  Market  there  is  duplication  of  street  car  service. 
This  renders  many  streets  of  little  use  as  carriers  of 
vehicles.    Just  because  a  line  was  franchised  twenty  years 
ago,  there  is  no  good  reason  why  its  operation  should  "be 
continued  if  it  is  no  longer  essential. 

Methods  of  relieving  congestion  must  bogin  outside  the 
heart  of  the  central  area.    Street  openings  or  widening  here 
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are  not  economically  feasible,  and  it  is  doubtful  if  such 
projects  would  do  more  than  to  pour  traffic  into  the  center, 
and  thus  add  to  the  present  difficulties.     A  huge  traffic 
street  cut  diagonally  through  the  small  blocks  north  of 
Market  Street  would  seriously  interrupt  the  flow  of  vehicles 
upon  cross  streets  in  both  directions. 

It  is  possible  to  increase  vehicular  flow  by  narrowing 
sidewalks,  although  pedestrian  traffic  is  too  heavy  to  permit 
of  this  in  most  places.    The  traffic  demands  of  a  few 
streets  warrant  the  following  recommendations: 

1.  Kearny  is  7  5  feet  wide  with  a  47  foot  roadway. 
Roadway  should  be  increased  to  54  feet  from  Market  to 
Columbus,  leaving  10.5  foot  walks. 

2.  Columbus  is  80  feet  wide  with  a  50  foot  roadway, 
Roadway  should  be  increased  to  54  feet  from  Kearny  to 
Broadway.     The  Kearny- Columbus  route  will  more  than 
double  the  traffic  capacity  of  Kearny  and  relieve 
Stockton  Street. 

3.  Bush  is  68.75  feet  wide  with  a  58.75  foot  toad- 
way.     Roadway  should  be  made  54  feet  from  Kearny  to  Van 
less.     This  would  feed  traffic  into  the  lower,  less  con- 
gested section  of  the  business  district  by  a  route  free 
of  car  lines. 

4.  Van  less  Avenue  is  125  feet  wide  with  a^^81 
foot  roadway.    Roadway  should  be  increased  to  90  foot. 
This  would  add  two  lines  to  the  capacity  of  the  street. 

Traffic  capacities  of  certain  streets  may  be  increased 
by  the  prohibition  of  parking.    Actual  recommendations  should 
however,  be  made  after  a  more  intensive  study  of  traffic 
movement  over  a  period  of  several  months. 

to  definite  recommendations  can  "be  made  regarding 
changes  in  the  street  car  systems.     It  is  obvious  that  dupli- 
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cation  of  service  exists,  and  feat  some  streets,  both  north 
and  south  of  Market,  should  he  freed  of  car  lines.  Market 
Street  will  never  he  ahle  to  accommodate  much  vehicular 
traffic  with  its  four  tracks.    Future  congestion  may  make  it 
necessary  to  separate  the  streams  of  vehicles  and  street 
ears  hy  placing  the  tracks  in  a  subway* 

San  Francisco  needs  a  loop  of  wide  streets  around  the 
business  district.    Topography  and  the  street  arrangement 
north  of  Market  suggest  the  use  of  the  following  streets  for 
the  loop: 

On  "the  west  -  Van  Hess  Avenue  and  Eleventh  Street  , 
supplemented  by  Larkin  and  Ninth  Street.  Larkin  snoule 
he  widened  to  eight  lines  between  Market    and  Broadway 

On  the  north  -  Broadway,  Columbus,  Columbus  exten- 
ded to  Front,  Front,  Fremont.    Broadway  should  be 
tunneled  through  from  Larkin  to  Mason  ana  the  roadway 
widened  to  54  feet  from  Van  lies s  to    Columbus,  iven- 
tuplly  the  capacity  of  Broadway  between  Van  Ness  ana 
Columbus  should  be  increased  to  eight  lines.  Columbus 
end  its  extension,  and  also  Front  and  Fremont  snould  be 
constructed  to  a  capacity  of  eight  linos.    This  extra 
width  is  necessary  to  carry  traffic  from  the  approach 
of  the  future  bay  bridge. 

On  the  south  -  Harrison.    Harrison  should  be 
widened  to  ten  lanes  from  Front  to  Eleventh. 

This  loop  will  act  as  a  by-pass  on  the  west  and  north  and 

as  a  distributor  on  the  south.     It  is  the  function  of  the 

street  plan  to  carry  traffic  to  the  sides  and  ends  of  the 

central  area  -  not  to  the  middle  -  and  let  it  diffuse  into 

the  district  from  the  loop  streets.    The  scheme  hero  proposed, 

operating  in  conjunction  with  the  proposed  radial  routes 

leading  to  the  business  district  will  allow  traffic  from  all 
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pert s  of  town  to  flow  into  the  street  system  south  of 
Market.    The  diagonal  to  the  Marina  can  carry  traffic  to 
Broadway,  thence  to  Harrison  via  Columbus  ,  Front  and  Fremont. 
Traffic  from  Oak  and  Fell  can  turn  into  Van  Ness,  Eleventh, 
thence  into  one  of  the  streets  between  Harrison  and  Market. 
Travel  from  the  southern  arteries  can  turn  into  Harrison. 

The  area  south  of  Market  with  its  low  values  will  soon 
be  put  to  a  greater  use.     Storage  garages  should  be  construct 
in  the  central  portions  of  the  large  blocks.     Shoppers  and 
office  workers  can  park  their  cars  and  walk  across  Market 
to  their  destination.    This  habit  will  decrease  traffic  con- 
gestion on  the  north  side. 
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THE  SAN  FRANCISCO 
TRAFFIC  SURVEY 
COMMITTEE 
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SAN  FRANCISCO  CALIFORNIA 

PROPERTY  DEVELOPMENT 
SOUTH  OF  MARKET  STREET 

SHOWING  SUGGESTED  METHODS  OF  MAKING 
THE  INTERIORS  OF  LARGE  BLOCKS  MORE  USABLE 


HARLAND  BARTHOLOMEW 
6  ,  A  SSOCIATES 

CITY  PLAN  ENGINEERS 
SAINT         L    O    U    I  * 


ATYPICAL  EXISTING  CONDITION  SHOWING 
LARGE  BLOCKS  CUT  BY  VERY  NARROWS- 
DISCONTINUOUS  STREETS 


B DIAGRAM  OF  FRONT  FOOT  VALUES  ALONG  A 
SECTION  THROUGH  TYPICAL  BLOCK -NOTE 
GREAT  DIFFERENCE  BETWEEN  MARKET  STREET 
FRONTAGE  AND  A  HALF  BLOCK  BACK. 
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ISSION  STREET 

C SUGGESTED  NEW  WIDE  STREET  REPLACING  PRES- 
ENT NARROW  STREETS  TO  CREATE  VALUABLE 
FRONTAGE  AND  ALSO  RELIEVE  CONGESTION  ON 
BOTH  MARKET  6  MISSION  STREETS 
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D ALTERNATE  SUGGESTION  SHOWING  PRESENT 
NARROW  STREETS  WIDENED  EXTENDED  S- 
CONNECTED  TO  PROVIDE  CIRCULATION  AND  IN- 
CREASED USABILITY 
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F la t  g  T wenty-  two 

PROPERTY  DEVELOPISHT  SOUTH  OF  MARKET 

The  development  of  the  district  immediately  south  of 
Market  Street,  from  the  time  when  it  v;as  first  laid  out  in 
the  early '50's,  has  been  of  great  interest  to  those  who  appre- 
ciate the  importance  of  balanced  city  growth.    Property  values 
and  types  of  property  uses  here  have  been  different  at  all 
tines  from  those  in  areas  north  of  Market  Street,  notwith- 
standing the  fact  that  land  was  more  level,  streets  to  the 
water  front  were  wider  and  parallel  to  Market  and  blocks  were 
of  regular  shape.    Today,  with  heavy  volumes  of  street  car 
and  vehicular  traffic  flowing  on  Mission,  Howard,  Third, 
Fifth  and  other  streets,  property  conditions  indicate  that  the 
section  suffers  from  certain  handicaps. 

The  chief  causes  of  the  low  value  and  utility  of  property 
here  are  (1)  the  difficulty  of  crossing  Market  Street,  (2) 
the  inadequacy  of  traffic  arteries  leading  directly  into  the 
district,   (3)  the  sizes  of  blocks ,  and  (4)  the  improper  ratios 
of  highway  sps.ce  to  private  property.    The  Market  Street 
crossings  can  be  somewhat  improved  by  better  traffic  control. 
The  approaches  will  be  much  more  advantageous  when  certain 
projects  of  the  Major  Street  Plan  are  carried  out,  notably 
the  extension  of  Duboce  Avenue  to  Thirteenth  Street,  the 
extension  of  Harrison  to  Folsom,  the  cons  traction  of  the  tunnel 
joining  Sixteenth  Street  with  the  Sunset  District  and  the 
opening  of  Bryant  Street  and  Bayshore  Highway  to  the  peninmla 
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comnuni  tics ,  putting  tills  south  of  Market  district  in 

direct  communication  with  territory  increasing  in  population 

and  purchasing  power. 

The  sizes  of  blocks  and  proportionate  street  area  are 

the  two  factors,  however,  which  tend  to  hold  this  district 
bade  in  spite  of  all  other  influences.    The  blocks  are  quite 
generally  550  feet  by  825  feet,  the  streets  bounding  then 
being  32.5  feet  wide.    Through  each  block  lengthwise  runs  one 
or  two  narrow  streets  generally  cither  35  or  45  feet  wide. 
On  the  north  side  of  Market  Street  where  the  higher  property 
values  and  intensive  property  uses  are  found,  the  blocks  arc 
about  one-fourth  as  large  and  are  bounded  by  streets  gener- 
ally 56,  68  or  74  feet  wide.     The  table  below  shows  compara- 
tive street  conditions  in  similar  areas  north  and  south  of 
Market  Street: 

North  of  South  of 

.  Market  St.  ]  [a  rkc  t  St . 

Percent  of  area  * 
 in  streets  55 .4  _   31.2  

Percent  in  wide 
 streets  51.9  21. 8 

Percentage  of  total 
street  area  in  wide  95  70 

streets   

When  properly  interpreted  these  figures  show  that  the 
district  south  of  Market  is  deficient  in  total  street  space 
for  intensive  business  use,  is  afflicted  with  many  acres 
of  narrow  streets  which  scarcely  help  circulation  and  eon  tri- 
bute little  to  the  value  of  property  frontage  tnereon.     In  a 
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word,  Here  arc  Huge  blocks  with  certain  potential  values 
around  the  perimeter  out  with  decadent  property  at  the  center, 

The  Major  Street  Plan  will  bring  increasing  traffic 
into  this  section.     It  is  important  that  business  activities 
"be  developed  here  which  will  make  a  crossing  of  Market  less 
and  less  necessary.    The  reorganization  of  street  space  in 
the  district  south  of  Market  is  a  work  of  reclamation,  deserv 
ing  serious  consideration  in  connection  with  studies  of  major 
traffic  arteries.    The  plate  opposite  suggests  various  device 
hy  which  the  large  blocks  may  be  given  greater  values  and 
circulation  through  this  section  materially  improved.  The 
sketches  merely  show  that  traffic  access  to  the  block  centers 
should  be  provided,  creating  frontage  on  whatever  new  streets 
are  built.    A  detailed  study  of  the  economics  must  be 
entered  into  before  final  recommendations  can  be  given. 


PART  SEVEN 


PLAOTIHG  FOR  HEW  GROWTH 

In  preceding  sections  the  emphasis 
has  largely  been  upon  the  need  of  cor- 
rective street  improvements.     The  major 
street  plan  is  primarily  a  measure  to 
overcome  faults  in  streets  already  in 
existence.     Of  equal  or  greater  import- 
ance is  oho  prevention  of  further  mis- 
takes wherever  new  streets  are  to  be 
laid  out.     The  unplatted  territory  of 
the  present  city  is  limited,  so  opportun- 
lties  for  demonstrating  bhe  value  of 
careful  initial  planning  are  few,  But 
one  peninsula  is  virgin  territory  and 
new  urban  growth  should  be  under  strict 
control  clear  to  Palo  Alto. 
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PLATE  93 


SAN  FRANCISCO  CALIFORNIA 

SUGGESTED  RESUBDIVI SION 


THE  SUNSET  DISTRICT 

IN  CONNECTION  WITH  THE 
PROPOSED  SUNSET  DIAGONAL 

SAN  FRANCISCO  TRAFFIC  SURVEY  COMMITTEE 
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HARLAND  BARTHOLOMEW 

CITY  PLAN  &_  LANDSCAP 
SAINT  LOUIS 


EXISTING  STREETS  TO  BE  ABANDONED 

EXISTING  STREETS  TO  BE  RETAINED 
AS  MINOR  STREETS 

EXISTING  STREETS  TO  BE  RETAINED 
AS  MAJOR  STREETS 

PROPOSED  MINOR  STREETS 
PROPOSED  MAJOR  STREETS 
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PROPOSED  PARKWAYS 
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DIAGRAM  ILLUSTRATING 
SAVING     IN  TRAVEL 
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IF  THE  STREET  SYSTEM  AS  PLATTED 
WERE  FUUV  DEVELOPED  AND  AN  AUTO- 
MOBILE STARTED  FROM  EACH  CORNER 
TOWARD  POINT  A' AND  THE  CITY  THt 
AGGREGATE  TRAVEL  WITHIN  THE  LIMITS 
SHOWN  WOULD  BE  — 

283  MILES 


IF  THE  PROPOSED  DIAGONAL  WERE 
DEVELOPED  AND  AN  AUTOMOBILE  START- 
ED FROM  EACH  CORNER  TO  TRAVEL  Br 
THE  SHORTEST  ROUTE  TO  PONT  "A" 
AND  THE  CITY  THE  AGGREGATE  TRAV- 
EL WOULD  BE   

242  MILES 


THE  DIAGONAL  REPRESENTS  THEREFORE  AN  AVERAGE  SAVING  IN  DISTANCE  TIME 
FUEL  WEARS  TEAR  ETC  OF  

14. 
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Plate  Twenty- three 
K3PLA.MING  PROBLEMS 

The  now  famous  1867  survey  of  "outside  lands",  which 
imposed  the  root angular  pattern  of  streets  upon  many  square 
miles  of  San  Francisco  territory,  has  been  a  great  handicap 
to  proper  civic  development.    From  time  to  time  efforts 
have  been  made  to  escape  the  evil  consequences  of  this  survey 
"by  replatting  streets  in  certain  sections  of  the  city  so  that 
they  fit  the  terrain. 

The  City  Engineer  has  been  especially  active  in  promo- 
ting this  sort  of  work  and  his  department  is  credited  with 
several  excellent  accomplishments  along  this  line.    A  re- 
arrangement of  property  lying  on  the  hills  in  the  eastern 
section  of  the  Sunset  District  is  the  latest  of  these  efforts. 
Streets  of  easy  gradient  now  take  the  place  of  those  which 
were  formerly  too  steep  ever  to  "be  opened,  salable  lots 
exist  whore  almost  worthless  hillsides  stood. 

There  are  many  other  districts  in  which  similar  re- 
planning  projects  should  be  undertaken.    The  whole  of 
Hunter's  Point  demands  re study.    The  limitations  of  this 
report  have  been  such  that  a  work  of  this  magnitude  could 
not  be  undertaken.    A  special  appropriation  should  be  made 
-for  a  thorough  investigation  of  all  replanning  opportunities 
in  the  city.    There  are  ample  evidences  that  the  costs  of 
such  an  endeavor  will  be  recovered  many  times  ov^r  in  the 
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release  of  property  now  of  low  utility  and  of  low  value. 

The  entire  Sunset  District  may  be  taken  as  a  good 
example  of  a  large  area  which  would  respond  to  more  intelli- 
gent treatment  of  its  street  system.    The  present  street 
pattern  condemns  a  vast  area  to  a  most  monotonous  type  of 
civic  development,  miles  of  straight  streets*  all  alike. 
This  arrangement  does  not  suit  traffic  needs.    The  east-west 
streets  end  at  hills  on  one  side  and  at  the  ocean  on  the 
other;  the  north-south  streets  are  blocked  by  Golden  Gate 
Park  and  the  Spring  Valley  Water  Company  lands  and  golf 
courses.     Traffic  is  forced  out  of  its  way*     If  this  street 
system  is  ever  fully  developed,  every  vehicle  entering  it 
will  be  required  to  travel  an  excess  mileage  amounting  in  the 
aggregate  in  each,  year  to  thousands  of  miles  more  than  would 
be  required  if  the  street  arrangement  were  designed  to  meet 
real  traffic  needs. 

The  district  should  have  above  all  else  at  present  a 
diagonal  route  approximately  1.7  miles  long  from  a  point 
near  41st  and  Taravel  to  20th  and  Judah.    Such  a  street  can 
be  opened  now  at  relatively  low  cost.     It  should,  under  no 
circumstarjces ,  however,  be  merely  a  straight  single  diagonal. 
The  land  traversed  by  the  diagonal  for  a  distance  of  perhaps 
two  blocks  on  either  side  should  be  replattecl  to  provide 
relief  streets  for  the  diagonal,  give  the  diagonal  a  fully 
usable  frontage,  eliminate  dangerous  and  complicated  inter- 
sections and  push  the  triangles  and  odd  shaped  blocks  away 
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from  tlie  new  street  into  territory  where  frontage  is  less 
valuable . 

The  construction  of  a  feu  nev;  streets  along  the  lines 
sliovm,  even  if  no  further  efforts  were  made  to  revise  the 
entire  street  plan  would  he  beneficial  alike  to  all  the 
property  owners  of  the  Sunset  di  strict  and  to  the  city  at 
largo.     In  the  first  place,  the  area  would  have  a  clearly 
narked,  adequate  major  traffic  entry,  opening  it  up  to  devel- 
opment.    In  the  second  place,   the  monotonous  uniformity  of 
the  present  street  pattern  would  be  relieved  and  there  would 
be  some  stimulus  at  least  to  variation  in  type  of  development 
and  o  ons e que n t  p o s s  ibi  1  i t y  of  i mpr o v e d  p r op o r t y  values.  In 
the  third  place,  the  district  and  the  city  would  be  forever 
saved  the  super  tax  of  unnecessary  travel.    What  this  would 
amount  to  may  bo  seen  in  the  diagram  on  Plate  Twenty- two. 

The  diagonal  will  save  seven- tenths  of  a  mile  between 
41st  ais&  far  aval  and  20th  and  Judah  and  slightly  lesser 
distances  from  every  other  point  served  by  it.  Multiply 
these  savings  by  the  number  of  motor  cars  likely  to  be  opera- 
ted, the  tires  used,  fuel  consumed,,  time  of  drivers  and 
passengers  wasted  and.  otho-r  items  over  periods  of  one,  five, 
fifteen,  fifty  years  and  it  can  be  s^cn  that  this  project 
is  not  an  expense  to, the  city  but  an  investment  and  saving 
of  considerable  magnitude.    The  difficulties  of  carrying 
it  out  may  seem  insurmountable,  but  officials  of  San  Francisco 
will  be  rendering  their  city  a  great  service  to  undertake  n 
work  of  such  sound  value. 


i 
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PLATE  94 


-80- 

II ate  Twonty-four 
■ptAMim  EEW  CITY  AREAS 

The  chief  emphasis  of  preceding  studies  has  been  placed 
upon  the  need  of  correcting  mistakes  in  the  street  plan  and 
adapting  it  to  present  and  future  traffic  demands.  Suck 
work  is  costly  and  often  tedious.    To  avoid  more  of  such 
replanning  it  would  seem  wholly  appropriate  to  give  some 
consideration  to  ways  and  means  of  building  the  city  in  the 
future  so  that  these  highway  troubles  will  not  occur.  This 
is  planning  and  its  purpose  is  to  shape  outlying  areas  for 
the  future . 

There  is  very  little  of  the  present  corporate  area 
of  San  Francisco:  that  is  still  open  and  subject  to  develop- 
ment according  to  well-considered  comprehensive  plans.  The 
lands  of  the  Spring  Valley  Water  Company  lying  south  of 
Sloat  Boulevard  constitute  the  largest  and  most  important 
unplatted  area.    This  company  has  appreciated  the  value  of 
broad  plans  and  at  considerable  expense  has  prepared  studies 
showing  what  they  consider  appropriate  forms  of  development 
for  their  lands.    One  of  these  plans  is  introduced  here,  not 
with  the  object  of  definitely  recommend ing  the  arrangement 
of  streets  and  blocks  shown,  but  to  point  out  the  value  of 
extensive  street  planning  studies  in  new  city  territory. 

It  will  be  noted  that  this  map  shows  several  wide, 
direct  streets  that  dominate  the  layout.    Those  arc  the  major 
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streets  of  this  particular  plan.    They  do  not  in  every 
case  follow  the  lines  of  the  major  streets  proposed  in  this 
report,  for  at  the  tine  this  plan  was  made  there  was  no 
official  major  street  plan  to  follow.     So  long  as  the  city 
has  no  general  advice  to  give  sub  dividers  in  the  v;ay  of  a 
plan  of  proposed  major  traffic  routes,   there  must  be  prac- 
tical acceptance  of  each  subdivided s  own  interpretation  of 
the  traffic  needs  of  the  community.    The  result  is  the 
disjointed  arrangement  of  streets  such  as  is  now  found  in 
districts  lying  north  and  south  of  and  along  Ocean  Avenue. 

The  secondary  streets  of  this  plan  are  narrow  to  con- 
serve space,   curving  to  fit  the  ground  and  are  interconnected 
in  such  a  way  as  to  provide  general  circulation  throughout 
the  tract. 

The  major  street  plan  is  invaluable  for  use  in  the 
determination  of  business  property  in  subdivisions  such  as 
this',  as  desirable  business  frontage  can  be  determined  by 
the  predictable  traffic  or  transit  flow  along  certain  major 
streets.    Zoning  or  deed  restrictions  can  then  be  utilized 
to  protect  the  home  owner  £r«nt  the  encroachment  of  business 
elsewhere. 
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PLATE  95 


Di  a  g  r  a  m  ojT 

PENINSULA  DEVELOPMENT  PROBLEMS 


SHOWING  THE  NEED  OF 
SUPPLEMENTARY  INTEHCEPT- 
ER  ROADS  AND  SUBDIVISION 
CONTROL  TO  GET  THEM 


SHOWING  THE  NEED  OF  WIDE 
CONTINUOUS  LOW  GRADE  SHORE 
ROADS  TO  TAP  THESE  HABITABLE 
POCICETS 


SUBDIVISION  CONTROL  WILL 
BE  HEEDED  IN  ALL  REMAINING 
UNDEVELOPED  AREAS  OF  SUCH 
VALLEYS 


LEGEND 


PRINCIPAL  EXISTING 
TRAFFIC  ROUTES 

REQUIRED  ADDITIONS 


AREAS  IN  WHICH  MOD- 
ERATE TO  HEAVY  POPU- 
LATION DENSITIES  MAY 
BE  EXPECTED 


SHOWING  THE  NEED  OF  SOME 
MEANS  OF  OPENING  UP  TO  DE- 
VELOPMENT THIS  AND  SIMILAR 
AREAS 


'VISITACION'  LAYOUT  A  GOOD 
EXAMPLE  OF  THE  PROPER, 
jj      TREATMENT  OF  POCKETS 


SHOWING  THE  ADVISABILITY 
OF  A  MORE  DIRECT  ROUTING 
HERE 


SHOWING  THE  NEED  OF 
PARALLEL  RELIEF  STREETS 


SAN  FRANCISCO  TRAFFIC  SURVEY  COMMITTEE  —  Bartholomew  6~  associates— consultants 


pla  t  e  TWen  ty  -f  ive 

PENINSULA  DEVELOPMENT  PROBLEMS 

in  the  past  thirty-four  years,  nine  small  communities  have 
teen  incorporated  in  San  Mateo  County.    Four  of  these  lie  Just 
helow  the  San  Francisco  City  and  County  Line  and  represent  to 
a  certain  extent  an  overflow  of  this  city  down  the  peninsula. 
These  immediately  adjacent  communities  and  the  years  of  their 
incorporation  are  as  follows: 

Daly  City  1911 

Laundale  -------  1924 

South  San  Francisco     -  1894 

San  Bruno     ------  1914 

The  emergence  of  these  communities  in  the  relatively  hac- 
itahle  areas  of  the  peninsula  points  plainly" to  the  need  of 
regional  planning.     Upon  hoth  San  Francisco  end  San  Mateo  County 
rests  a  responsibility  for  the  development  of  a  system  of  high- 
ways which  will  adequately  serve  the  circulation  needs  of  the 
entire  peninsula.     Each  separate  city  or  town  working  alone  can- 
not  do  what  needs  to  to  done. 

Ehq  diagram  opposite  suggests  broadly  tho  point  of  visw  to 
bo  tr&M  with  respect  to  highway  planning  in  tho  peninsula.  It 
makes  MM*  difference  what  agency  promotes  planning  of  this 
sort;  the  essential  need  is  for  hroad  views  to  be  taken  of 
nrobablo  future  traffic  flow,   feo  preparation  rt  eomprehonslve 
plana  of  a  suitable  highway  system  and  the  enforcement  of  those 
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plans  wh  or  ever  necessary. 

Thousands  of  acres  of  rural  land  in  this  section  are  await- 
ing the  moment  when  city  growth  seems  to   justify  their  being 
platted  into  home  sites*     Will  these  acres  he  laid  out  solely 
in  accordance  with  the  wishes  of  individual  owners  or  will  the 
needs  of  the  community  have  due  recognition?    Will  the  mistakes 
of  the  1867  plan  of  san  Francisco  pueblo  lands  and  of  other 
street  planners  of  early  days  he  repeated,   or  will  San  Francisco 
and  san  Mateo  County,   in  co-operation  and  in  their  om  interest, 
extend  a  major  street  plan  dowi  the  peninsula  for  the  guidance 
of  suhdividers,   draw  up  general  plans  which  they  can  follow  and 
in  other  ways  endeavor  to  bring  into  existence  in  this  vast 
unspoiled  territory  a  street  system  that  sympathetically  fits 
the  ground  and  answers  the  fundamental  requirements  of  traffic? 

The  California  Planning  Act  of  1927  gives  authority  to 
hoth  cities  and  counties  to  adopt  and  preserve  the  integrity  of 
a  master  plan  of  highways.     In  o-ther  words,  San  Mateo  County 
alone  can  do  what  San  Francisco  was  empowered  to  do   in  1867 
with  respect  to  the  puohlo  lands.     It  can  lay  out  a  pattern 
of  streets  over  areas  eventually  to  he  city  property  and  can 
compel  land  owners  where  necessary  to  accept  this  pattern. 
This  power   is  new  and  untried  and  may,   to  some,  seora  to  he  an 
unwarranted  invasion  of  private  rights. 

As  a  matter  of  fact,  it  can  easily  to  shown  that  if  such 
a  master  street  plan  is  well  prepnred,  its  accoptanco  by  land 
owners  is  greatly  to  their  advantage.     Then  streets  will  he 


continuous  where  necessary,  will  b  e  of  adequate  width,  run  in 
the  proper  directions,  fit  the  ground,   leave  no  fragmentary 
blocks  and  have  the  proper  relationship  in  area  to  private 
property.     The  blocks  which  result  will  "be  of  suitable  width 
and  length,  will  have  the  best  frontage,  will  submit  to  econ- 
omical subdivision  into  lots  and  because  of  lack  of  t*o  narrow 
streets,   jogs,  dead  ends,  and  other  common  deficiencies  cf  the 
streets  of  the  usual  private  plat,  will  have  greater  basic 
value.     The  opportunities  offered  by  the  California  planning 
Act  of  1927  are  so  important  that  all  the  San  Francisco  penin- 
sula should  make  immediate  use  of  them.     This  Major  Street 

tudy  should  be  the  basis  of  a  new  line    of  effort  in  the  direc 
tion  of  city  growth  and  the  prevention  of  mistakes  in  street 
development. 
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APPENDIX 


TABLE  AND  DESCRIPTION  OF  MAJOR  STREET  ROUTE 

The  following  tabulation  enumerates 
the  streets  comprising  the  various  route 
in  the  Major  Street  plan.     Route  numbers 
are  similar  to  those  shown  on  the  plan. 
The  extent  of  each  street  to  he  used  to- 
gether with  the  present  width  and  the 
present,  and  proposed  capacities  are  des- 
cribed below.    Reasons  for  selection  of 
the  routes,  and   the  function  they  per- 
form in  the  Plan,  are  also  specified. 
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DESCRIPTION  OF  MAJOR  STREETS 


name  OF  STREET 


present  Width 
in  Feet 


pres . Cap1 y 
in  Lanes 


1 


Rdwy.     StreetjRdwy.  Str 


Prep 
Cap'y 

in 
Lanesj 


1.  MARINA  -  CERVANTES 

Marina:  Lyon  to  Scott 
Cervantes:  Scott  to  Fillmore 

Fillmore  to  Vallejo 
Vallejo;  Cervantes  extended  to 

Van  Ness 
Diagonal:  Vallejo  to  Broadway 


BAY 

Fillmore  to  Emtarcadero 


3.  GREENWICH 

Lyon  to  Laguna 


HARDING  BOULEVARD  -  BROADWAY 
Harding  Blvd:  pt. Lotos  Dr.  to 

30th  Avenue 
Camino  Del  Mar:  30th  to  29th 
Avenues 

29th  to  Sea  Cliff 
Sea  Cliff  to  28tii 
28th  to  the  presidio 
Road  along  south  edge  of  Presi- 
dio, Camino  del  Mar  to  Lyon 
Broadway:  Lyon  to  Broderick 
Tunnel:  Broadway  to  pacific  and 
pi  ere e 

pacific:     pierce  to  Steiner 
Diagonal:     Pacific  to  Broadway 
Ero adway:  Fillmore  to  Larkin 

Larkin  to  Mason 

Mason  to  Columhus 

Columbus  to  San so me 
Sansome  to  Davis 
DavLs  to  Embaxoadero 


60 
40 

To  ce 

38.  75 

To  he 


38.  75 


38.75 


54 
40 

68.  5 

45 

50 

20 

44.  5 

To  he 
38.  75 
To  he 

44.  5 
Tunnel 
C42.6 

45.7 
'42.  6 

45.  7 
55.0 
55.1 
82.  5 


ICO 
7C 
opened 

68.  75 

opened 


68.75 


68.  75 


70 
100 
80 
80 


82.  5 

opened 
68.  75 

opened 
8  2.  5 


80.  6 
83.7 
80.6 
83.  7 
82.  5 
82.  6 
82.  5 


6 
4 


4 

6 
5 
5 

2 
5 


4 
5 
5 
5 
6 
9 


8 

6 


4 

6 
6 
6 
6 
6 


6 
i 
6 

6 
6 


6 
6 
6 
6 

6 
6 

4 

6 
6 
6 
6 


6 

6 
6 
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DESCRIPTION  OF  MAJOR  STREETS 


DESCRIPTION 


1.     This  radial  street  will  run  from  the  presidio  to 
Broadway.     It  will  furnish  a  direct  route  "between 
the  Presidio  and  Marina,  and  the  distributor  loop 
of  the  central  "business  district. 


2.     Bay  Street  is  crosstown  "between  the  Embarcadero 
and  Fillmore  Street.     It  will  carry  the  inter- 
change of  travel  between  the  presidio  and  Marina, 
and  North  Beach  and  the  docks. 


3.     Greenwich  Street  is  car-line  and  radial  from  the 
presidio  to  Cervantes  extension.     In  conjunction 
wixh  Route  1,   it  will  carry  travel  between  the 
business  district  and  the  Pres id io -Marina  District. 


4.     Harding-  Boulevard,   the  road  through  the  presidio, 
and  Broadway  will  run  as  a  continuous  stroet  from 
Sutro  Heights  and  Lincoln  Park  to   the  Embarcadero. 
It  will  serve  primarily  as  a  radial  to  the  central 
district  from  Pacific  Heights,  Richmond  pis  trio", 
Sea  Cliff  and  the  presidio.     Broadway  from  Larkin 
to  Columbus  forms  the  northerly  part  of  the  by -pass 
route  around  the  central  district.     Tunnels  will  be 
needed  between  Mason  and  Larkin  and  between  Broder- 
ick  and  pierce. 
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III. 


NAME  OF  STREET 

Present  Width 
in  Feet 

pres. Cap' y 
in  Lanes 

Pr  OTD  . 

in 

T.flTlPS 

"R  ^WT7  - 

Street  |Rd\vy. 

R  tr . 

5. 

CALIFORNIA 

33rd  Avenue  to  Arguell* 

50 

8C 

5 

V 

/• 

6 

Arguell©  to  Maple 

55 

85 

6 

6 

6 

Maple  to  Walnut 

47 

85 

5 

6 

6 

Walnut  to  Presidio  Avenue 

55 

85 

6 

6 

6 

presidio  to  Larkin 

61 

85 

6 

6 

6 

S. 

GEARY  -  POST 

10 

pt.  Lob&s  Ave:  48th  to  42nd 

50 

125 

5 

10 

Geary:  42nd  to  Josephine 

81 

125 

9 

10 

1C 

Josephine  to  Presidio  Ave. 

103 

125 

10 

10 

1C 

Presidio  to  Broderick 

44.  75 

68.75 

5 

4 

10 

Diagonal:  Geary  to  post 

T©  he 

opened 

- 

10 

Post:  scott  to  Larkin 

38 .  75 

68.  75 

4 

A 

He 

10 

7. 

BALBOA  -  TURK 

Barboa:  Esplanade  to  Argue  lit 

50 

80 

5 

6 

9 

Turk:  Arguello  to  Parker 

100 

6 

8 

c. 
D 

Parker  to  Masonic 

68 

88 

7 

6 

r> 

Masinic  to  Go ugh 

oo .  ( o 

68.75 

3 

A 

6 

Gough  to  Larkin 

34.  75 

68.75 

3 

A 

c. 

D 

8. 

FULTON 

Esplanade  to  8th  Avenue 

55 

80 

6 

6 

| 

8th  Avenue  to  Arguell  J 

68 

i  no 

7 

8 

Arguello  to  Stanyan 

48.75 

68,75 

5 

4 

e 

St any an  to  Van  Ness 

38.  75 

68.75 

4 

4 

6 

9. 

FELL  &  OAK 

68.  75 

Fell:  Stanyan  to  Baker 

53.75 

6 

4 

4 

Baker  to  Market 

38.75 

68.75 

4 

4 

4 

Oak-,  Stanyan  to  Baker 

53.  75 

68.75 

6 

4 

4 

3aker  to  Van  Ness 

38.75 

68.75 

4 

4 

4 

IV. 


DESCRIPTION 


5.     California  Street  runs  from  24th  Avenue  to  the 

"business  district.     It  will  carry  much  automobile 
traffic  between  the  business  district  and  the  resi- 
dential area  it  penetrates.     It  will  also  serve  to 
carry  the  interdi strict  movements  in  this  residen- 
tial area.     (See  Route  6) 


6.     Geary-post  will  form  a  continuous  radial  route 
from  the  business  district  to  the  Great  Highway. 
A  cross-over  from  Geary  to  Post  at  Divisadero  is 
needed. 

Note:     This  route  will  be  the  primary  radial  to 
the  west  of  the  "business  district.    Routes  4,  5, 
7  and  8  are  similar  to  Geary-post  in  performing 
the  duty  of  radial  streets  for  the  area  west  of 
the  business  district.     They  all  penetrate  this 
densely  populated  residential  area  and  will  alsc 
serve  to  carry  the  east -west  intradistr ic t  travel 
of  the  Western  Addition  and  Park  presidio  districts. 


7.     Balboa -Turk  streets  will  form  a  continuous  route 
between  the  Great  Highway  and  the  business  dis- 
trict.    A  jog  will  need  to  be  eliminated  at 
Arguello.     (See  Route  6) 


8.     Fulton  Street  runs  from  the  Civic  Center  to  the 
Great  Highway.     It  will  perform  a  duty  similar 
to  Geary-Post.     (See  Route  6) 


9.     Pell  and  Oak  should  operate  as  one-way  streets 
and  hence  form  a  major  route  between  Golden  G'lto 
Park  and  the  business  district.     Poll  should  be 
made  one-way  west,  and  Oak  one-way  east.  This 
route  will  servo  as  an  important  inter changer 
between  the  Sunset  District  and  the  business  dis- 
trict and  act  as  a  radial  for  tho  en  tiro  area  it 
penetrates. 


I 

'  r. 


i 


NAME  OF  STREET 


present  Width 
in  Feet 


pros. Cap1  y 
in  LanGS 


Rdwy.     Street  |Rdwy.  |str 


prop. 

Cap1  y 

in 
Lanes 


10.  DUBOCE  -  TOWNSEND 

Diagonal:  Hayes  &  Divisadoro 

to  Duhcce  &  Church 
miboce:  Scott  to  Church 

Church  to  Market 

Market  to  Mission 
13th  Street:  Mission  to  Harrison 

Harrison  to  Bryant 
Division:  Bryant  to  9th  stroot 

9th  to  8th  Streets 
Tormsend:  8th  to  5th  Streets 
5th  to  3rd  Streets 

3rd  to  Emharcadoro 


11. 


12, 


Groat  Highway  to 


LINCOLN  WAY 
Lincoln  Way: 

Arguello 
Frederick:  Arguello  to  Shrador 
Diagonal:  Frederick  to 
parnassus 


to  he 

56 

56 

4E 

39 

to  he 

43 

53 

82.  5 
(  52.5 
(  67.5 

52.  5 


jpenod 

80 
80 
80 
50 
opened 
50 
80 

82.  5 
82.5 

82.  5 


65 

44.75 

to  he 


SUNSET  DIAGONAL,   JUDAH ,   16th  ST. 
Forty-first  Ave.:  Skyline  Blvd. 

to  Wawona 

Wavrona  to  Santiago 
Sunset  Diagonal:  Santiago  to 

Rivera 
Rivera:     38th  to  35th 
Sunset  Diagonal:  35th  to  Judah 
judah:  Groat  Highway  to  Sunset 

Diagonal 

Sunset  Diagonal  to  Fifth  Aye. 
Parnassus:  Fifth  Ave.   to  Vfillard 

Willard  to  Clayton 
Tunnel:  Clayton  to  Castro 
Beaver:  Castr*  to  Koo 
Diagonal:  Beaver  to  16th 


to  he 
40 

to  ho 
50 

to  he 

50 
50 
50 

38.75 
to  he 
30 

to  he 


6 
6 
4 
3 

4 
5 
9 
5 


80 
68.75 

opened 


7 
5 


6 
6 
6 
3 

4 

6 
6 
6 


opened 

7(0/ 

4 

6 

opened 

8C 

5 

6 

opened 

80 

5 

6 

80 

5 

6 

80 

5 

6 

68.75 

4 

4 

tunnelled 

4 

60 

3 

opened 

L 

6 

8 

8 
c; 

& 
8 
8 
8 
8 

8 


6 
6 


6 

8 
8 
8 

6 
8 
8 
8 
6 
8 
8 


VI. 


DESCRIPTION 


10.     The  diagonal  which  intercepts  Foil  and  O-k  -s 

on  extension  of  Divisadoro,   together  with  Dudoco, 

lll1*^ frora  Hf?GS  v-llGy  t0  tha  v/aterfront  by 
way  of  Thirteenth  and  Towns ond  Streets.  This 
route  will  he  of  primary  importance  to  "bring 
travel  from  the  west  so  as  to  feed  into  the  busi- 
ness district  from  the  south  via  Harrison  Street. 
(See  Route  52)     it  will  serve  as  an  extramolv 

n???^^  ^f^SSt0Wri  routo  connecting  the  Mission 
-ith  Hayes  Valley,   and  form  an  important 
connection  between  the  major  street  system  of  the 
Richmond  District  and  the  entire  southeastern 
portion  of  the  city.     This  route  will  also  serve 
I™    ll7    Qrf°  Qmounts  of  trucking  west-hound 
from  the  south  of  Market  wholesale -warehouse  area. 
Tins  route  also  intercepts  the  main  routes  of 
4SaV6d  tlT  Peninsula-     (See  routes  50,  51, 


.1. 


ne?t  lit*  I  wS/r°?  the  Great  Highway  to  con- 
nect with  a  low  level  route  to  the  eastern  section 

,U    +Zlt7\  fSee  Route  12 )       Lincoln  Way  will 
^oT?n^  n  aoi3trict  foment  in  the  northern 

section  oi  the  Sunset  District  and  also  carry  east- 

Parf  v  itfpn  ¥  T\°f  *  ^>lZn  GaL 

Z  n^l \R°^t\9\t0  th0  *™  in  ess  district  and  by 
way  of  Route  12  to  the  Mission  District,  the  busi- 
ness district  and  the  industrial  section. 

Judah  Street  from  the  Greet  Highv/ay  and  a  new 
diagonal  from  the  Skyline  Boulevard  will  converge 

ro^ting,  n?  am^'  Judah  Str6Gt«  at  ~lst  Stleet 
^  c°ntmue  by  way  of  a  tunnel  east- 

fromHout^  iiY'^Th^  r^t3  »Ul  collect  traffic 
T«  ?iR  o  uS  i1,  13'  14«  15«  23«  30,  31,  38  and  35 
SJoV^3^  District  ^d  carry  it  under  the 

linP  t^llti b«?r'16?  ty  mGanS  0f  a  tunnel  in  direct 
line  to  lbth  Street  in  the  Mission  District,  and 

S  9r tn?3?983  district  or  industrial  area, 
ir"      Ut0  ^i:L1  °PQn  up  the  Sunset  District  to 
San  Francisco. 


VII. 


NAME  OP  S STREET 


Present  width 
in  Feet 


Pres. Cap'  y 
in  Lanes 


Rdwy.     Street  |Rduy.  |  Str. 


Prop. 
Cap 1  y 

in 
Lanes 


12. 


13 


14. 


15. 


IS 


17. 


( continued \ 

16th*  Marks  t  to  ^an  "RTiinn 

v    WJ"*-»     lVi*-**                   w      jail                   1 s-/ 

o  u 

c 

O 

D 

c 
D 

San  Bruno  to  Mississippi 

6C 

80 

6 

6 

6 

Mississippi  to  6th 

70 

90 

7 

8 

6 

6th  to  Illinois 

67 

90 

7 

8 

6 

Diagonal:  16th  &  DeHaro  to 

c  e 

opsne  a. 

Eooper:     8th  to  6th 

40 

7C 

4 

6 

6 

6th  to  4th 

to 

ce 

D 

4th  to  3rd 

40 

70 

4 

6 

6 

NORIEGA  STREET 

Great  Highway  to  48th 

50 

80 

5 

6 

6 

48th  to  Sunset  Diagonal 

64 

94 

7 

6 

6 

QTTTTJTARA  STRR^.T 

ict  U  J_1M  J-  JriXv  ii    O  J.X\  Cj  ..j  1 

Great  Highway  to  19th 

50 

80 

5 

6 

6 

TAR  AVAL  STREET 

48th  to  12th 

60 

80 

6 

6 

6 

12th  to  nlaremont 

50 

80 

5 

6 

6 

PPP'i'nT.A    -  MAPTTVP 

X  v_,i\  1.  *J  JJii           lvlf  in     ci  J. 

New  route  thru  Merced  Lands  as 

to 

he 

opened 

(6 

shown 

(8 

West  portal:  Sloat  to  15th  Ave. 

76 

100 

8 

8 

8 

1/  i.J;sUUQi  ,         WOO  1/    x  Ul   tdl  LU 

X?  C\  v  "f*  n  "1  a 

h  a 

U      tJXl  O  M 

8 

Portola:     14th  Ave.  to  Evelyn 

40 

70 

4 

6 

8 

Evelyn  to  O1 Shaughnessy 

130 

160 

6 

6 

8 

C :  Snaughnessy  to  Twin  Peaks 

Boulevard 

20 

70 

2 

6 

8 

Twin  Peaks  Blvi.   to  24th  St. 

20 

70 

2 

6 

8 

Market;  24th  street  to  Ord 

46 

70 

5 

6 

8 

Ord  to  17th  Street 

74 

90 

8 

8 

8 

17th  to  Van  Ness 

76 

12C 

8 

10 

10 

EIGHTEENTH  STREET 

Market  to  Guerrero 

40 

64 

4 

4 

6 

Guerrero  to  Polsom 

34 

64 

4 

4 

6 

VIII. 


DESCRIPTION 


13.     Noriega  Street,  running  from  the  Great  Highway  ta 
Sunset  Diagonal,  will  serve  the  intradis tr ict  move 
ment  in  the  Sunset  and  act  as  feeder  to  Route  12. 


14.     Quintara  Street  from  the  Great  Highway  to  19th  Ave. , 
same  as  Route  13. 


15.     Tar aval  Street  runs  from  Great  Highway  to  Dewey 
Boulevard  and  in  addition  to  providing  necessary 
circulation  in  the  area  traversed,   will  carry 
traffic  to  routes  eastward,   such  as  Route  16. 


16.     This  route  extends  from  the  business  district  to 
Lake  Merced.     It  is  an  important  radial,  serving 
as  a  collector  for  numerous  routes  and  connecting 
with  Junipero  Serra,   one  of  the  main  routes  from 
the  peninsula.     This  route  must  accomodate  future 
growth  in  the  Lakeside  and  Merced  Lands. 


Eighteenth  street  from  Market  Street  Extension  tt 
Folsom  is  crosstown,  serving  the  area  travorsod. 


IX. 


« 

NAME  OP  STREET 

present  Width  J 
in  Feet 

pres. Cap1 y 
in  Lanes 

Prop. 
CapT  y 
in 

Rdwy* 

Street  ] 

Rdwy. 

Str. 

Lanes 

18.  23rd  &  22nd  STREETS 

Grand  View:  Market  to  21st 
Worth:  21st  to  22nd 

22nd  to  23rd 
23rd i  Douglass  to  Vickshurg 
Diagonal:     23rd  to  22nd 
22nd:  Dolores  to  Howard 
Howard  to  potrero 

32 
30 

to  he 
34 

to  "be 

40 

34 

44 

60 
opened 

64 
opened 

64 

64 

3 
3 

4 

4 

3 
4 

4 

4 
4 

6 

D 

6 
6 
6 

6 
6 

19.   26th  -  ARMY 

Douglass:  23rd  to  Jersey 
Diagonal:  Douglass  to  26th 
26th:  Diamond  to  Mission 
Mission  to  Hampshire 
Hampshire  to  potrero 
Army:  potrero  to  Illinois 

36 

to  be 
34 

40 

to  "be 
58r59 

60 
opened 

64 

64 
op ened 

74r7  5 

4 

4 
4 

6 

4 

4 
4 

6 

a, 

f* 

o 
6 
6 
6 
6 

20.  EVANS 

Army  to  To land 
Toland  to  Lane 
Lane  to  ingalls 

60 
50 
60 

80 
80 
80 

6 
5 
6 

6 
& 
6 

6 
6 
6 

21.   0AT;'DALE  -  PALOU 

Joy:  Holladay  to  San  Bruno 
Oe.i-rdale:  San  Bruno  to  3rd  St. 
Diagonal:  Oakdale  to  Palou 
palou:  Lane  to  shore  line 

20 
48 

to  he 
50 

40 
80 
opened 
80 

2 
5 

5 

3 
6 

6 

6 
6 
6 
6 

22.   CRESCENT  -  WILLIAMS  -  YOSEMITE 
Leese:  Mission  to  Crescent 
Crescent:  Leese  to  Salem 

Salem  to  silver 
Hot?  street:  Silver  to  lltfaterville 
Waterville:  New  street  to 

Thornton 
Williams:  Thornton  to  Phelps 

phelps  to  yosemite 
Yosemite:  Williams  to  shore  lin« 

26 
40 

to  he 
j    to  he 

36 

to  he 
o  c 
3  50 

40 
60 
opened 
opened 

60 
opened 
50 
80 

3 
4 

4 

3 
5 

3 
4 

4 

4 

6 

6 
6 

e 

6 

5 
6 
6 
6 

23,  SL  )A T  -  MONTEREY  -  SILVER 

Sloat:  Great  Highway  to  pertola 
St. prancis  Blvd:  portola  to 

Santa  Clara 
Santa  Clara:  St. Francis  to 

Monterey 

95 
40 

40 

135 
100 

80 

10 
4 
4 

10 
8 
6 

10 

6 
6 

DESCRIPTION 


18.     Extending  from  Market  Street  to  potrero  through 
Noe  Valley,  "this  route  will  carry  "the  east-west 
travel  through  the  section  of  the  Mission  District 
traversed.     It  will  carry  a  large  amount  of  autr  - 
mobile  traffic  by  way  of  polsom  to  the  business 
district.     This  route  will  also  connect  with 
portola  Drive  and  Market  and  hence  supply  a  route 
to  the  west  for  the  Mission  District.   (See  Routo  39) 


19.     The  route  cross town  extends  from  Douglass  Street 
to  Illinois  Street.     (See  Route  18) 


8S.     This  route  extends  from  Army  to  th  e  end  of 

Hunters  point  and  will  serve  as  a  trucking  artery 
in  the  area  traversed. 


21    Oakdale-Palou  extends  from  the  bay  to  San  Bruno. 
It  will  act  as  a  radial  in  connection  with  Routes 
50  and  51  and  also  to  provide  the  necessary  cir- 
culation for  the  area  traversed. 


22.     This  route  extends  from  Mission  Street  southwest 
to  the  bay.     (See  Route  21)     This  route  leads 
travel  from  the  southeast  to   the  Mission  District. 


23.     This  route  extends  from  the  Great  Highway  to 

Islais  Creek.     It  is  distinctly  crosstown  and  the 
character  of  the  route  changes  from  residential  to 
commercial  to  industrial,   indicating  a  mixed  use 
in  the  interchange  of  traffic   it  will  boar. 


} 


XI 


iTAlvIE  OP  SIR  SET 

Present  Width 
in  Feet 

pres .Cap1 y 
in  Lanes 

-y»  |«|  nr\ 

1  r  op . 

uap  y 

XII 

Jjal  It?  o 

Rdwy. 

StreetlRdwy. 

Str. 

£3. 

V    V  vli  v  .1.  .1 1       V>  Vi.  J 

wood 

56 

80 

6 

6 

6 

"R  i  rl  ffpmn Of?   "ho   o i  Tf»n  1  nr 

XI  XLL^WIrwV^VA        UVJ  V./XXOL4.XC1X 

56 

i  on 

xuu 

6 

6 

6 

Circular  to  San  Jose 

48 

60 

5 

6 

6 

San  .Tcsfl  to       1  vpr 

to  be 

V.'  L/  Oil  vA- 

6 

40 

6C 

4 

4 

b 

SaTi  "Ryu  no  to  niiflRAflpi 

27.5 

43.  5 

3 

6 

Oussada  to  Ouint 

to  he 

0"D  ATI  0  & 

6 

Ouint*  Silver  extended  to 

McJCinnon 

34 

64 

4 

4 

O 

T.'TcTCinnon  to  Evans 

J.  ■  1      J.V  -*-  x  x-1  x  v  x  x        V            J.J  V  (_1 1.  x  vj 

64 

64 

7 

4 

r. 
1 

Evans  to  Davids cn 

54 

64 

6 

4 

D 

Diaeonal*     "Davidson  to  Arthur 

to  he 

opened 

D 

B4. 

WOOLSEY  -  PAUL  -  GILLIAN 

Diagonal:  Silver  &  Princeton  t# 

Silliman  &  University 

to  he 

opened 

C. 
D 

University  t     Silliman  to  Pelton 

40 

60 

4 

4 

6 

T  i  a  f?n rial  <                nto    A.   TTn  n  tr otq i  "Nr 

to  TTflTnil  ton  &  VI  oo  Trait 

to  he 

onen  ed 

6 

TVoDlsev*  Hamilton  to  Brussels 

40 

60 

4 

4 

c 
c 

P^uT  »   Wnnl  Rflv  to  ^an  Bthtio 

to  he 

opened 

o 

Snti  Bruno  to  Third 

CI  xJ        |  1-1.  U-il             L<             1.  ix  -x. -J-  \JL 

36 

60 

4 

4 

A 
o 

oi'iTar  •   Third   to  shoro  line* 

0t 

80 

5 

6 

6 

S5. 

OCEA^*  PERSIA  -  HAYlvlOND 

nTfl    Of1  Ann    lira*    /"l    +            Tun  i  nflTrt 

jj  CI  I  tl  xj*-'^<-x"''C'''-'* 

to  "be 

\>  ky  \-/  j.  j.  w  v*. 

o 

ucsan ,   juniper o  oerra  to 

« 
o 

San  Jose 

60 

80 

6 

6 

Pan    Toqp    "tr>   Mi  Q<?i  fir 

46 

66 

4 

4 

Persia:  Ocean  to  Mission 

to  he 

opened 

D 

lvl  X  o  iD  XUXl      L  U     Jja.  \JfX  ctlivXU 

36 

60 

4 

4 

c 
C 

u--  cllldo     LO    |\  dy  IllUIiU- 

to  he 

op ened 

D 

XV  tl^  IUUI1  (.1  .     i.x(-' xjdx  Oil    Jzak-L  a.     U  U     JJCX  La 

30 

60 

3 

4 

6 

jjexta   lo  A-JLpna 

36 

60 

4 

4 

Diagonal:  Raymond  to  Arleta 

to  he 

♦pened 

6 

Bay  Shore  Ave:  San  Bruno  to 

Gillette 

60 

4 

4 

c 
o 

Gillette  to  Richter 

to  he 

opened 

A 

Richter : 

50 

80 

5 

6 

D 

36. 

GEFE7A  -  WALBRIDGE 

New  street;  Skyline  Blvd.  to 

cpened 

Junipero  Serra 

to  "be 

6 

flolloway:   Juni-pero  Serra  to 

Harold 

36 

60 

4 

4 

6 

XII. 


DESCRIPTION 


24.     This  route  extends  southeast  to  the  "bay  from  Silver 
and  will  provide  a  connection  between  Route  S3  and 
the  Bayshore  Highway.     (See  Route  21) 


b'5r.     fhis  route  extends  crosstovm  from  Sloat  Boulevard 
to  the  Bay.     It  traverses  two  parks  and  parallels 
a  third  and  runs  through  resident ial  area.     It  is 
largely  for  crosstov/n  passenger  automobile  use. 
This  is  the  main  route  to  connect  the  Alemany, 
San  Jose  Boulevard  and  Mission  with  the  Sunset 
district  and  vicinity. 


KG      This  crosstown  route  extends  from  the  Skyline 
Boulevard  through  Ingles ide  Terrace,  Crocker 
Amazon  and  Vicitation  Valley  to  the  Bayshore 
Highway,   ;jogs  to  be  eliminated  at  Llisaion  Street 
and  Harold  Avenue.     This  route  will  connect  with 


XIII. 


NAME  OP  STREET 

Present  Width 
in  Feet 

pres. CapTh 
in  Lanes 

prop. 

Cap1  y 
in 

Lanec 

Rdwy. 

Street|Rdwy.  | 

Str . 

£6  • 

( continued ) 

Diagonal:     Eolloway  to  Ocean 

to  he 

opened 

6 

-- 

Niagara:  Holloway  to  Yfilliar 

to  he 

opened 

6 

YJilliar  to  Mission 

30 

6C 

3 

4 

6 

Geneva;  Mission  to  Moscow 

70 

102 

8 

Q 
O 

8 

Moscow  to  Walbridee 

20 

102 

2 

8 

8 

Walbridge :  Geneva  to  city  line 

20 

111 

2 

Q 
O 

8 

27. 

STANLEY 

New  Route:  Route  16  to  Stanley 

to  he 

opened 

6 

Stanley:  Junipero  Serra  to 

Ramsell 

rr  r\ 

30 

5C 

3 

3 

6 

Diagonal;  Stanley  to  Alemany 

to  ce 

opened 

6 

28. 

GREAT  HIGHWAY— SKYLINE  BLVD. 

pt. Lotos  Ave:  48th  to  Great 

10 

Highway 

a  n 

180 

4 

Great  Highway:  ptiLobos  to 

10 

10 

Lincoln 

— 

IRC 

Lincoln  to  Sloat 

180 

- 

1C 

10 

Skyline:  Sloat  to  N.L.  Olympic 

100 

8 

8 

Golf  Club 

30 

3 

N.L.  Olympic  Golf  Club  to 

80 

p 

D 

County  Line 

3 

A 

29. 

41s  c  AVENUE 

opened 

Entrance  tc  Golden  Gate  park 

It  U  L» 

6 

Lincoln  to  Sunset  Diagonal 

a  n 

70 

4 

6 

6 

3©. 

36th  AVENUE  -  SUNSET  BOULEVARD 

36th:  Harding  Blvd  to  Clement 

nr\ 
ou 

6 

6 

Clement  to  Fulton 

4U 

70 

4 

A 

6 

Connection  thru  G. G.Park 

XO    C  0 

opened 

6 

Sunset  Blvd:  Lincoln  to  Vicente 

40 

70 

4 

6 

6 

Vicente  to  Sloat 

60 

6 

4 

6 

Extension:  Sloat  to  Old  Ocean 

•pened 

Avenue 

to  he 

6 

51. 

25th  AVENUE 

40 

70 

25th;  Sunset  Diagonal  to  Wawona 

4 

6 

6 

Diagonal:  25th  to  24th 

to  he 

opened 

6 

24th  Ave:  Diagonal  to  Sloat 

to  ho 

opened 

6 

extension-,  Sloat  to  Route  16 

to  he 

opened 

6 

XIV. 


DESCRIPTION 


26.  (continued) 

Ocean  Avenue  near  Howth  3 treat,  thereby  serving 
as  an  outlet  for  the  M  rood  Lands  to  the  "business 
district  "by  way  of  the  Mission. 

/ 


27.     This  route  runs  westward  from  the  Alemany  "boule- 
vard through  the  Merced  Lands.     It  is  a  short 
connecting  route  forming  an  outlet  for  the  Merced 
Lands  to- the  Alemany  Boulevard. 


28.     Skyline  Boulevard-Great  Highway  extends  from  the 
county  line  to  the  Cliff  House.     It  is  one  of  the 
principal  routes  down  the  peninsula,   to  "be  used 
also  as  a  pleasure  drive. 


Z9.     Extends  as  crosstown  from  Golden  Gate  Park  to 
the  end  of  the  Sunset  Diagonal.     Will  provide 
route  to  "beach  and  park  from  Sunset  District, 
and  in  addition  provido  circulation  in  area 
traversed. 

30.     From  Lincoln  park  to  Old  Ocean  Avenue  thia  cross- 
town  route  will  interchange  the  crosstown  travel 
between  the  western  parts  of  the  Richmond  District 
and  Sunset  District  and  furnish  an  outlet  to  the 
north  for  the  Merced  Lands. 


31.     Crosstown  and  feeder  to  Route  12  (radial),  this 
route  runs  from  the  central  part  of  tho  Merced 
Lands  to  tho  Sunset  Diagonal.     It  will  bo  of  gront 
importance  as  an  outlet  to  these  districts. 


xtr. 


Fame  of  Street 


Present  Width 
in  Feet 


pres. Cap1  y 
in  Lanes 


Rdwy.  |  Street iRdwy. !  Str.  Lanes 


Prop 
Cap1  y 
in 


32.   24th  AVENUE  -  19th  AVENUE 

24th:  Caminc  del  Mar  to  S.L.  of 
presidio 
presidio  to  Fulton 
Connection  thru  Park 
19th:  Lincoln  to  sloat 
Extension:  Sloat  to  Route  16 


33.   JUNIPER 0  SERRA 

Sloat  Blvd.  to  Ocean 
Ocean  to  County  Line 


34.  PRESIDIO  PARKWAY 

14th:  Lake  to  Fulton 
Funs ten:  Lake  to  Fulton 
Road  thru  park:  Fulton  to 
Lincoln 


35.  SANTA  CLARA  -  DEWEY  -  7th 
7th:  Lincoln  to  Lawton 

Lawton  to  Noriega 
Laguna  Honda:  Noriega  to  Dewey 
Dewey.:  Laguna  Honda  t  o  Clare - 
mont 

Claremont:  Dewey  to  p or to la 
Santa  Clara:  portola  to  St. Franc- 
ois 


36.  MIRAIIAR  -  PLYMOUTH  -  SICKLES 
Miramar:  Monterey  to  Ocean 

Ocean  to  Diagonal 
Diagonal:  Miramar  to  Plymouth 
Plymouth;  Diagonal  to  Farallones 

Far  a  Hones  to  Broad 

Broad  to  Sagamore 

Sagamore  to  Sickles 
Sickles:  Plymouth  to  Mission 
Acton:  Mission  to  county  line 


37,  F CHESTER  -  TERES ITA 

Teres  its":  portola  to  Foerstor 

Foerster .  Tores ita  to  Judson 

Judson  to  Ocean  &  Tar a 


to  be 

40 
30 
56 

to  he 


74 

25 


40 
40 

to  "be 


46 
50 
25 

42 
42 

40 


56 
40 

to  be 

36 

30 

36 

30 

30 

30 


40 
30 

to  he 


opened 
70 

park 
7* 

opened 


165 
125 


70 
70 

opened 


70 
70 
70 

80 
80 

80 


80 
70 
opened 
60 
60 
60 
60 
60 
60 


70 
60 
oiDenod 


4 

3 

6 


8 
2 


4 
4 


5 
5 

2 

4 

4 


6 
4 

4 
3 
4 
3 
3 
3 


4 
3 


6 
6 


10 
10 


6 
6 
6 

6 

6 


6 
6 

4 
4 
4 
4 
4 
4 


6 
4 


6 
6 
6 
6 
6 


10 
10 


6 
b 
6 

6 


6 
6 
6 
6 
6 
6 
6 
6 
6 


6 
6 
6 


XVI. 


DESCRIPTION 


32.     Extending  from  presidio  to  Slcat  Boulevard,  this 
route  is  crosstown*  supplying  the  need  of  traffic 
flowing  "between  the  central  portions  of  the  Rich- 
mend  and  Sunset  Districts.     This  route  also  will 
"bo  of  importance  for  travel  (torn  the  peninsula. 


33.  juniper^  Serra  is  radial  wife  Route  16.  It  isof 
great  importance  in  connecting  the  peninsula  with 
the  major  street  system  of  this  city. 


34.     Puns  ton  \venue  is  a  parkway  connection  "between  the 

presidio  and  Golden  Gate  park.     It  is  cross  to  van.  with 
Route  38  and  used  also  for  pleasure  drive.  (See 
Route  32) 


35,     Connects  portwla  Drive  with   Golden  Gate  Park,  is 

a  crosstown  channel  used  for  interchange  of  traffic 
between  Forest  Hills,  St. Franc  is  Voods,    otc,  and 
Golden  Gate  Park  and   the  Richmond  District.  Used 
in  conjunction  with  Route  39.     (See  Routo  39) 


36.     This  crosstown  route   extends  from  the  county  lino 
to  Monterey  Boulevard  and  will  "be  used  in  connec- 
tion with  Routes  23  and  35  as  a  channel  to  connect 
the  area  it  traverses  with   the  Sunset  and  Richmond 
Districts . 


57,     This  crosstown  channel  connects  Portola  Drive  and 
San  Jose  Avenue.     It  will  furnish  a  new  route  to 
the  peninsula  highway  system  for  the  area  it 
traverses . 


i. : 


XVII. 


NAME  OF  STREET 


Present  Width 
in  Feet 


Rdwy.  Street 


Fres.  Cap  1  y 
in  Lanes 


Rdwy. I Str. 


prop. 

Cap1  y 

in 
Lanes 


38.  0T  SHAUGHNESSY  -  WOODS IDE 

Vk'ocdside:  Dewey  to  Portols 
0 ' Shaughnessy :  Portola  to 
Delvale 
Del  vale  to  Orchard: 
Orchard  to  Bos  worth 
Br'SWorth:  01  Shaughnessy  extend' 
ed  to  Burns id e 
Burnside  to  Diamond 
Diamond  to  San  J*se 


ARGUE LLO  -  S TANYAN 
Arguello*.  The  presidio  to 
Fulton 

Stanyan:  Fulton  to  Park  Panhandle 
Park  panhandle   to  Frederick 
Frederick  to  Riyoli 
[Diagonal:  Stanyan  to  Carmel 
Carmel;  Shrader  to  Clayton 


40.  PRESIDIO  -•  MASONIC  -  CLAYTON 
presidio  Ave:  pacific  to 
Washington 
Washington  to  California 
California  to  post 
post  to  Geary 
Geary  to  Masonic 
Masonic:   Geary  to  Oak 
Oak  to  Waller 
Waller  to  l/2  Bl.  So.  of 
Waller 

Diagonal;  Masonic  to  Ashhury 
As'-ibury-;  Frederick  to  Clayton 
Clayton;  Ashhury   to  Carmel 
Carmel  to  Market 


41,   DIVISADERO  -  ROOSEVELT 
California  to  Fell 
Soo it;  Page  to  Duhoce 
But'oce*  Scott  to  Castro 
Castro :  Du"boce  to  14th 
14th;  Castro  to  Alpine 
Roosevelt:  Alpine  to  17th 
17 tii:  Roosovelt  to  Clayton 


30 

40 
40 

to  he 

36 
40 

to  he 


56 

38.75 
53.  75 
38.75 
to  h  e 
34 


33.  75 
48.  7  g 
38.  7  5 
41.75 
to  he 
56 
56 

38.  7  5 
to  he 
38.75 
38.75 

34 


52.  5 
38.  75 

42 

44.  5 

34 
48 
40 


5C 
9C 

ec 

open  ed 

50 
60 
ope  ned 


100 
68.  75 
68.  75 
68.  75 

opened 
64 


68.  75 
68.  75 
68.  75 
68.  7  5 

opened 

ICO 

ICO 

68.  75 
opened 
68.75 
68.  75 

50 


82.  5 
68.  75 

80 

82.  5 

64 
60 
64 


4 

4 


4 
4 


6 
4 
6 
4 


4 
5 
4 

4 

6 
6 


4 
4 
4 


5 
4 
4 
5 
4 
5 
4 


6 
4 


3 
4 


8 
4 
4 
4 


4 
4 
4 

4 

8 
8 


4 
4 
4 


6 
4 
6 

6 
4 
4 
4 


6 

6 
6 


6 

6 


8 
6 
6 

6 

6 


6 

8 
6 


6 
4 
6 
6 
4 
4 
% 


XVIII. 


DESCRIPTION 


38.     (This  crosstown  route  extends  from  D«wey  Boulevard 
to  Route  23.     It  will  furnish  a  connection  "between 
the  gunset  and  Richmond  Districts,  and  the  Excel- 
sior District,  John  McLaren  Park,  Vicitation 
Valley  and  Hunters  point. 


39.     This  crosstown  route  extends  from  the  presidio  tj 
Route  40.     It  will  "bring  travel  from  the  Richmond 
District  "by  way  of  Route  40  over  a  high  level  con- 
nection to  Routes  18  and  19  in  the  Mission  Dis- 
trict and  "beyond. 


40.     This  crosstown  route  extends  from  the  presidio  to 
Market  Street.     It  will  connect  the  Mission  Dis- 
trict with  the  area  to   the  northwest.  (See 
Routes  18,  19  and  39) 


41.     This  route  extends  from  California  Street  to 

Market  Street  "by  way  of  Divisadero  and  Roosevelt. 
It  is  crosstown  and  will  connect  tho  area  it 
traverses  with  p  or  tola  Drive,  a  route  to  the  pen- 
insula. 


XIX. 


■ 

NAMES  OF  STREET 

present  Width  I 
in  Feet 

pres.  Cap1  y 
in  Lan  es 

prop. 

CapT  y 
in 

Rdwy. 

Street  Rdwy.l 

Str. 

42.  WEBSTER  -  DOLORES 

Webster;  Broadway  to  Hermann 

Hermann  to  Market 
Dolores:  Market  to  Army 

38.75 
to  "be 
54(2) 

68.  75 
opened 
120 

4 
6 

4 
10 

6 
6 
1C 

1 

43-.'.. FOLSOM  -  BERNAL  -  SAN  JOSE 
Folsom:  9th  to  16th 

16th  to  19th 

19th  to  23rd 
Diagonal:  Folsom  to  Dolores 
Dolores:  Army  to  Bernal  Cut 
Bernal  Cut:  Dolores  to  San  Jose 

San  jose:  Bernal  Cut  t*  Sickles 
Sickles  to  County  Line 

52.  5 

58.5 
52.5 
to  he 
27+27 
42  + 
2  car 
tracks 
60 
40 

82.  5 
8  2.  5 
82.  5 
opened 

117.5 

80 
60 

6 
6 
6 

A 

6 

6 
4 

6 
6 

6 

10 
6 

1 

6 
4 

8 
8 
8 

8 

XL 

6 

6 

a, 

44.  ALEMANY  BOULEVARD 

San  Bruno  to  County  Line' 

80 

IOC 

8 

8 

8 

4  5.  VALENCIA 

Market  to  Mission 

52.  5 

6 

1 
i 
i 

6 

45c  MISSION 

9th  t&  Folsom  Diagonal 

(S^P.RR* ) 
Folsom  Diagonal  to  Army 
Army  to  Alemany 
Ale  many  to  County  Line 

52.5 

52.  5 
58.  5 
58.5 

I     8  2.5 

ft  9  5 

82.5 
82.5 

6 

6 
6 
6 

6 

6 
6 
6 

c 

6 
6 
6 

45 -£  NAPLES 

Craut:  Silver  to  Madrid 
Madrid:  Grant  to  Avalon 
Diagonal ;  Madrid  to  Naples 
fapies:  .oiagonal  to  Russia 
Diagonal:  Russia  to  Geneva 

to  he 
40 

to  he 
40 

to  h  e 

opened 

70 
open  ed 

70 
opened 

4 

4 

L 

6 
6 

6 
6 

6 

c. 

O 

6 

47.  HOWARD 

9th  to  Folsom  Diagonal 

58,  5 

82.5 

6 

6 

6 

XX. 


DESCRIPTION 


4£.     This  crosstcwi  route  runs  from  Broadway  to 
Route  43,  connecting  the  area  traversed  wiih 
the  routes  to  the  peninsula.     (See  Route  43) 


43.     This  route  is  radial  and  parallels  Mission  street 
from  the  county  line  to  the  north  end  of  Bernal 
Cut.     Hence  by  way  of  Dolores,    a  diagonal  and 
Folsom  Street,  it  will  reach  the  "business  district 
at  Ninth  Street.     This  route  will  he  the  main  chan- 
nel to  the  peninsula  and  one  of  the  main  radials 
to  the  "business  district. 


44.     The  new  Alemany  Boulevard  runs  from  the  county 
line  to  San  Bruno  Avenue.     It  is  a  crosstown 
route  connecting  the  industrial  area  with  a  large 
residential  section. 


45.     Valencia  street  is  radial,  running  from  Market 
Street  to  Route  43.     It  will  assist  Route  43  in 
distributing  the  load  43  carries  to  the  city  from 
the  peninsula. 


46.     This  route  extends  from  the  "business  district  to 

the  county  line  and  is  now  one  of  the  main  radials 
It  is  the  oldest  and  most  used  route  to  the  pen- 
insula . 


4V.     This  route  runs  from  the  contral  business  district 
to  Route  43.     (Soe  Route  45) 


I 


XXI. 


present  Width 

pres .Cap1 y 

prop. 

in  Feet 

in  Lanes 

Cap1  y 

NAME  OP  STREET 

in 

Rdwy.     StreetlRdwy.  Str. 

Lane  i 

48.  VAN  HESS  -  11th  STREET 

Van  Ness:  Beach  to  1/2  Bl.  So. 
of  Market 
l/2  Bl.  So.  of  Market  to 
Lafayette 
Lafayette:  Mission  to  Howard 

Howard  to  11th 
11th  Street:  Polsom  to  Bryant 


49 .  NINTH  -  LARK  IN 

Lark in:  Broadway  to  Bush 
Bush  to  McAllister 
McAllister  to  Grove 
Grove  to  Market 

Ninth:  Market  to  Bryant 


EAYSHORE 
Bryant : 
11th 


cOth 


Tunnel 


-  BRYANT 

Harrison  to  11th 
to  20th 
to  precita 
precita  tc-  Holladay 
Connection:  Holladay  to  Bay- 
shore  Highway 
Boy shore  Highway:  Flower  to 
County  Line 


51-  POTRKRO  -  BARNEVELD 

potrero*.  Bryant  to  Division 
Division  to  angle  So.  of 

25th 
Angle   to  Army 
Army  to  Jerrold 
Gerrold-  San  Bruno  to  Barneveld 
Barneveld:  Jerrold  to  Oakdale 

Oak  dale  to  industrial 
Industrial  to  Bay shore  Hwy. 


52 4  HARRISON 

jpolsQm  to  12th 
18th  to  11th 
11th  to  Fremont 
Fremont  to  Bnibar'oadero 


81 

to  he 

2C 

to  he 
50- 


38.75 
44.75 
71 

44-75 
52.  ST 


to  "be 
50 

54.  2 

Tunnel 

to  t  e 
ICC 


to  he 

68 
88 

77.  5 

60 

not 

paved 

♦» 


to  he 
52.  5 
52.  5 
52.  5 


125 

opened 

40 
opened 

80 


68.  75 
68.75 
115 
68.75 
8  2.5C 


opened 
80 

84.2 


opened 
125 

open  e  d 

100 
120 

90 

80 

80 

100 
8C 


opened 
8  2.  5 
82.  5 
82.5 


4 
4 
6 
4 

6 


4 
4 


12 


6 
8 
8 
6 


6 

6 
6 


1C 


4 
4 
8 

A 

6 


1C 


8 
10 
8 
6 
6 

8 
6 


6 
6 
6 


10 

10 
1C 
K 
1C 


8 
8 
8 
8 
6 


6 
10 
1C 

o 

8 
10 


8 
1? 
10 
3 
8 

8 
8 


8 
8 
10 


XXII 


DESCRIPTION 


48.    Van  Ness  Avenue  and  an  extension  will  be  the  prin- 
cipal route  by-passing  traffic  on  the  west  of  the 
lousiness  district.     This  route  connects  with  Route 
50.     (See  Route  50) 


49.    Ninth  and  Larkin  between  Broadway  and  Harrison 

Streets  mil  sort  and  distribute  the  traffic  enter- 
ing the  business  district  on  radials  from  the  west 
and  southwest. 


5C.     Bryant,  connecting  with  the  Bayshore  Highway  by 

means  of  a  tunnel,  will  be  one  of  the  mam  arter- 
ies of  travel  to  the  peninsula.     It  is  distinctly 
a  radial  street  and  acts  as  a  collector  for  num- 
erous routes  it  intercepts. 


51.     potroro  and  Barnoveld  Avenue  extends  from  the 

business  district  to  the  Alomany  Boulovard.  It 
will  serve  as  a  radial  and  auxiliary  to  Route 
50  which  parallels  it.     (Soo  Route  50,  also 
Routes  21  and  ZZ) 


52.     This  route  extends  between  Folsom  Stro.ot  and  the 
Embarcadoro  and  will  sorve  as  a  distributor  and 
"^y-pass  street  around  the  business  district.  It 
v/ill  connect  the  proposed  bay  bridge  with  Rout- 
50  and  Routo  43.     (Soo  Routos  50  and  43) 


V 
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XXIII 


NAME  OP  STREET 


Present  Width 
in  Feet 


pres. Cap1 h  jpr op. 
in  Lanes  CapTy 


Rdwy. 

Street |Rdwy.  i 

Str.  1 

Lanes 

52-  5 

82.  5 

i 
j 
i 

6 

| 

1 

6  ; 

6 

67.  5 

82.  5 

6 

6 

6 

52.  5 

82.  5 

| 

6 

6  1 
! 

6 

52.  5 

: 

I 

82.  5  i 

6 

i 
I 

i 

6 

1 

t 

&  I 

68.  5 

82.5  j 

7 

6  | 

52.  5 

82.5  | 

e 

6  1 

s  ! 

to  "be 

opened 

-  i 

6 

52.  5 

82.5 

5 

6  i 

6 

opened 

6 

5C 

80 

5 

6  1 

6 

to  "be 

opened 

6 

60 

90 

6 

6  , 

6  1 

to  "be 

opened 

6 

34 

64 

4 

4 

6  j 

op ened 

6  | 

52.  5 

82.5 

6 

6 

6 

to  fce 

opened 

6 

52.  5 

82.  5 

6 

6 

8 

72.  5 

102.  5 

8 

8 

e 

30 

100 

3 

8 

8 

50 

80 

5 

6 

I 

50 

100 

5 

8 

8 

50 

80 

5 

6 

8 

70 

100 

6 

8 

8 

54.  5 

82.5 

6 

6 

1 

I 
1 

8 

.  38.75 

68.  75 

4 

4 

6 

41.  75 

68.75 

4 

4 

6 

44.75 

68.  7£ 

4 

4 

6 

to  "b  e 

opened 

g 

53.  BRYANT 

11th  to  9th 
9th  to  Converse 
Converse  to  Emharcadero 


54.   8th  ST.   -  TO LAND  -  PENNSYLVANIA 
8th  St;  Harrison  to  Brannan 

Brannan  to  l/2  hi.  So. 

l/2  hi.  So.  of  Brannan  to 
Rhode  Island 

Rhode  Island  to  Carolina 

Carolina  to  16th 

16th  to  Iowa 
Iowa:  18th  to  21st 
Diagonal:  Iowa  to  Pennsylvania 
Pennsylvania:     22nd  to  26th 
Toland:     Pennsylvania  to  Evans 

Evans  to  Jerrold 

Jerrold  to  Alemany 


55.   6th  STREET 

Harrison  to  16th 
16th  to  3rd 


56.  4th  -  3rd  STREETS 

4th  St:  Harrison  to  Channel 

Channel  to  Third 
3rd  St:  Huohell  to  19th 

19th  to  l/2  hi.  So.   of  23rd 
l/2  hi.  So.  of  23rd  to 

1/?  bl.  So.  of  24th 
l/2  hi.  So.  of  24th  to  Burke 
Burke  to  Bayshore  Hwy. 


57.    THIRD  STREET 

Harrison  to  Berry 


58,   C0LU!£BUS   -  FRONT   -  FREMONT 

Hyde:  Perry  Slips  to  Jefferson 
Jefferson  to  Beach 
Beach  North  point 
Diagonal:  North  point  to  Bay 


XXIV. 


DESCRIPTION 


53.     Bryant  Street  will  act  as  an  auxiliary  to  Route 
52.     (See  Route  52) 


54.     This  route  extends  from  the  "business  district  hy 
way  of  Pennsylvania  Street  through  the  is  la  is 
Creek  industrial   area  and  connects  to  Route  44. 
It  will  serve  the  area  it  traverses  and  act  as 
an  inter  changer  of  trucking  travel  "between  the 
industrial  regions  to  the  north  of  potrero  Heights 
and  similar  regions  to  the  south.     (See  Route  44] 


55.     sixth  street  extends  from  the  business  district 
"co  Third  Street.     It  will  act  as  an  auxiliary 
street  to  the  Third  Street  radial  flow. 


56.     This  route  extends  from  the  "business  district 
to  the  Bay shore  Highway.     This  route  is  one  of 
the  -orincipal  radials  to  the  "business  district, 
acting  as  an  auxiliary  in  carrying  the  Bay shore 
load  from  the  peninsula  to  the  "business  dis- 
trict. 


57.     This  short  route  extends  from  the  "business  dis- 
trict to  connect  with  Route  56  oy  way  of  Route 
5C.     It  will  act  as  an  auxiliary  to  Route  56. 
(Soe  Routes  55  and  56) 


58.     This  route  extends  from  the  Hyde  Street  forry 

slips  to  the  Embarcadero.     It  will  servo  as  the 
eastern  "by -pass  for  the  "business  district  and 
also  connect  tho  Golden  Gate  Forry  and  northern 
sections  of  the  city  with  tho  proposed  tay  bridge. 


XXV. 


NAME  OP  STREET 


present  Width 
in  Feet 


pres. Cap1 y 
in  Lanes 


Rdwv.     StreetlRdwy.  j  gtr 


58.  (continued) 

Jefferson:  Hyde  to  Leavenworth 
Beach-  Hyde  to  Leavenworth 
Leavenworth:  Jefferson  to 

Columbus 
Columhus:  Beach  to  Leavenworth 
Leavenworth  to  Bay 
Bay  to  Montgomery 
Diagonal:  Montgomery  to  Front 
Front:  Sacramento  to  Market 
Fremont:  Market  to  smharcadero 


59.   FRONT  STREET 

Embarcadero  to  Sacramento 


60.  EMBARCADERO 

Embarcadero :  Bay  to  Berry 
Berry:  Embarcadero  to  Third 
Third-  Berry  to  Channel 

Channel  to  Huhhell 

Hubholl  to  Illinois 
Illinois:  4th  to  Eldorado 

Eldorado  to  18th 

19th  to  Tulare 

Tulare  to  Arthur 
Arthur:   Illinois  extended  to 


38.75 
58.75 

38.75 

65 
50 
50 

to  h  e 
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XXVI. 


DESCRIPTION 


Front  Street  extends  from  the  "business  district 
northward  to  the  Embarcadero .     It  will  connect 
with  Route  58.     (See  Route  58) 


This  route  extends  along  the  Embarcadero  from 
Hyde  Street  slips  "by  way  of  Berry  Street  to 
Illinois  Street,   and  Southward  to  Hunters  point. 
This  route  will  "bo  a  heavy  trucking  route  "back 
of  the  wharves  and  through  a  heavy  industrial 
area. 


1 


s 


i 


r 


V 


